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Passenger Locomotive Boiler. 





is for full and accurate knowledge in relation to everything 
in anywise appcrtaining to a power that exercises so great 
an influence over the trade and prosperity of not only the 


large commercial centres, but whose influence is also felt in 


the most remote sections of the land. 


Whatever may be the feelings of the railroad manage- 
ments regarding giving publicity to the financial condition, 
earnings and expenses, etc., of their roads, it may as well be 
taken for an established fact, that they will be under the 


for the purpose of making a few remarks and asking a few 
questions. 

1. “ Cost of Road and Equipment.”—Assuming that the 
public is willing that railroad corporations should receive a 
fair return for the capital invested, and that all the bitter 
denunciations of what is claimed to be the unprincipled ex- 
tortion of railroads arise more from a misconception or lack 
of knowledge of what are equitable charges for transporta- 
tion, than from any desire that the railroads should not re- 


We give herewith engravings of a locomotive boiler built | necessitv of making such reports as our legislatures may | ceive a fair compensation for services rendered and a mod- 
at the shop of the Louisville .& Nashville Railroad. The! think necessary to furnish sufficient information, so that | erate return on capital invested. 
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Built at the shops of the Louisville & Nashville Railroad, Louisville, Ky. 


engravings do not require any description or explanation, 
excepting perhaps the statement that the Louisville & Nash- 
ville road has very heavy grades, and therefore very heavy 
engines are needed for the traffic. The boiler is a good ex- 
ample of existing practice in this country in this depart- 
ment of railroad engineering. 


Sontributions. 


Rail Account—Capital Accounts and Renewal Funds. 


To THe Eprror oF THE RAILROAD GAZETTE : 
The railroad systems of this country have developed into 
one of its most important interests, and the general demand 





PASSENGER LOCOMOTIVE BOILER: 


they may act intelligently on all questions relating to trans- 
portation that may come before them. 

This being the case, it is for the advantage of both the rail- 
road corporations and the public that the most complete and 
reliable information possible be given, so that both parties 
can think and act justly and without prejudice on any issue 
that may arise between them. 

With this object in view, the Commissioners of several 


returns, as reported in the Gazette of the 2d inst. 


Discussion of the proposed plan is now in order, and with 
your kind permission I will encroach on your valuable space 





states met together recently, and, with the aid and advice of 
experienced railroad accountants, have drafted a form of | 











F. de Funiak, Chief Engineer and Superintendent of Machinery. 


If this be so, it is necessary to know what is the true 
amount of capital invested, what the assets and liabilities, 
and what the earnings and expenses. The true capital in 
vested is the amount represented by the actual value of road 
and equipment and other assets, less funded and unfunded 
\ debt. 
| "The actual value of road andfequipment is not the original 
| cost, but what it would cost to replace it at the present 
market price of labor and material, While on this amount 
of capital the owners are entitled to a fair income, there 
certainly can be no reason why they should not suffer from 
| the general dépreciation of values prevailing at 
well as every one else. 

In one sense, discussion on this point i 
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are but few railroads, comparatively speaking, that pay a 
very large percentage on the most moderate valuation; also, 
it may be impracticable to arrange the accounts to show a 
valuation that would be more or less fluctuating, accord- 
ing to the change in price of labor and material. 

2. Renewal Fund.—It 1s proposed to require, under the 
head of ‘‘ Equipment,” a detailed list showing of what the 
equipment consists; that is to say, how many locomotives 
and how many of each of the different kinds of cars each 
road possesses, 

This is very well as far as showing the numerical strength 
of equipment and what is comprised in the cost of equipment, 
but if makes no allowance for the depreciation of values or 
condition, 

For illustration, say that X., Y. & Z. Railroad has 25 loco- 
motives at an original cost of $250,000; there is no way of 
telling whether they are all first-class engines, worth about 
the amount at which they are charged in equipment account, 
or whether only a few are first-class, several more in fair 
condition and the balance needing thorough rebuilding or 
only fit for the scrap heap. 

While there may be no occasion that the condition of the 
equipment or road should appear in detail in the annual 
statement to the commissioners, some allowance should cer- 
tainly be made to cover the depreciation that frequently 
occurs, 

The assertion is often made that railroads are kept up toan 
even standard; but the facts would indicate that when a road 
is making money and earnings are good, the road is kept 
in first-class condition, but when the days of adversity 
come on, the managers meet the decrease in earnings 
by cutting salaries and reducing expenses of all kinds, there- 
by letting the road run down as much as they dare, and 
then assert that it is good evidence of their ability that in 
the face of adverse circumstances and depressed times they 
mave maintained net earnings. 

Judicious economy is commendable, but, to misquote an 
old adage, “a sixpence saved is sometimes a shilling 
lost,” 

To obviate this, and to charge up each month and year a 
proper proportion of the cost of maintaining the road and 
equipment, would it not be well to open an account entitled 
* Renewal Fund,” and then charge Operating Expenses 
each month with a proper amount under each sub-division of 
‘Maintenance of Road and Equipment,” and credit “* Re- 
newal Fund” with the same amount, and then charge 
against ‘* Renewal Fund” all disbursements for maintaining 
the property ¢ The ordinary transportation expenses could 
be charged to “Operating Expenses” in the usual man- 
ner, 

If a sufficient amount was credited monthly to ‘ Renewal 
Fund ” to cover depreciation and repairs, the balance would 

show at all times the true condition of the road, and what it 
would be necessary to expend to place it in its original con- 
dition or make it equally as good. 

To estimate what amount it would be necessary to credit 
up to “‘ Renewal Fund” each month, or, at least, approxi- 
mate it, certainly cannot be an impossible undertaking for 
some of our railroad experts, 


8. Discount on Bonds,—Should not some provision be made 
for the mode of treating discount on bonds? 

Poor roads sometimes think that they can relieve them- 
selves of their financial difficulties by extension of road, and 
that if they branch out or extend their main line so as to se- 
cure the trade of a certain territory, it will not only be re- 
munerative on the money invested, but will also help them 
to meet their other indebtedness. 

To meet the cost of extension it will be necessary to issue 
bonds and sell them for what they will bring in open market. 
Other people not being as sanguine about the possibilities of 
the exterprise, it may be necessary to sell the bonds at a dis- 
count of some 10 to 80 per cent. The question now arises as 
to what is this discount chargeable ¢ 

It has sometimes been advanced that as the amount real- 
ized from the sale of these bonds has been or is to be used in 
constructing and equipping the road, it is no more than 
proper that the discount be charged to these accou nts. 

Would this be correct ¢ 

The discount represents nothing actually*used or expended 
in constructing the road, and it would hardly appear proper 
to charge “ Cost of Road and Equipment” with it. 

Another method suggests itself, and that is to open a 
ledger account headed “ Discount on Bonds,” charge it with 
the amount of the discount, and write off a certain propor- 
tion annually to ‘Income Account” until the whole is writ- 
ten off, 

It certainly is a dead loss resulting from being forced to 
borrow money on poor or no credit, 

Should any road be so fortunate as to sell their bonds ata 
premium, they could (and probably would) credit it to ‘ In- 
come Account,” either in one amount or distributed among 
a number of years, as may be preferable. 

4, Floating Assets,—Under the head of ‘Cash Items” or 
‘Other Assets,” it is proposed to enter floating assets of all 
kinds. 

[t often happens that, railroad companies hold assets whose 
real value is considerably less than the amounts shown on 
their books. 

Should not something be done to meet these cases ¢ 

Bills receivable on which the amount the holders may re- 
alize is an open question—at what figures should these be in- 
cluded in the report, at the nominal value or an estimated 
one ¢ 

Many roads own stocks and bonds of other eompanies ; 
how should these be included? At purchase price, at. nomi- 
nal value, or at present market value ? 





epresent time, as it depends on what the value of the road 
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5. Reorganization.—Bankruptcy, foreclosure of mortgage, 
and reorganization has been the history of many roads. 

Sometimes when a road is sold, it is purchased by the 
bondholders at a nominal’ price, who form a new company 
and issue stock and bonds for a considerably larger sum than 
the purchase price. 

For instance: The X., Y. & Z. Railroad, with capital stock 

2,000,000, first-mortgage bonds $4,000,000, and unpaid 
coupons $500,000, is sold under foreclosure of mortgage for 
$600,000, at which figure it is purchased by the bondholders. 
It will take the whole amount of purchase price to pay court 
expenses, prior liens, and settle claims of the bondholders 
who will not enter into the plan of reorganization. It will 
also take $250,000 more, to put the road and equipment in 
proper condition, and make other necessary improvements. 
To cover this outlay and pay for the road, a first-mortgage 
of $850,000 is issued. 

According to the plan of reorganization, upon surrender 


of their old bonds, the bondholders receive 50 per 
cent. of their face value in capital stock and 50 per 
cent. in second-mortgage bonds of the new company. 


What plan isthere for a debit account to offset the liabil- 
ities shown in capital stock and second-mortgage bond ac- 
count ¢ 

The cost.of the road to the new company after receipts 
from sale of first-mortgage bonds are expended will be $850, 
000. The actual liability arising from capital stock and 
second-mortgage bonds issued is wholly contingent on the 
future of the consequently, it would not be 
right charge with the whole amount 
shown to the credit of these liabilities on the general led- 
ger. Then if not the whole amount, what would. be the 
proper amount to charge ¢ That cannot be decided at the 


road ; 


to cost of road 


may be in the future. 

These liabilities must be regularly entered on the books of 
the company, and it is necessary that they should have an 
offsetting debit. 

The simplest plan would appear to be to open a *‘ Contingent 
Account” or a ‘* Contingent Cost of Read” account, and deb- 
it this with the nominal amount of stock and second-mort- 
gage bonds ; and then if the road ever became able to pay 
any interest on the second-mortgage, transfer the amount of 
bonds to ** Cost of Road and Equipment,” and give ‘* Con- 
tingent Account” credit, 

If the long-deferred but earnestly desired time ever came 
when they would become able to declare dividends, they 
could transfer the balance of ‘Contingent Account” to 
“Cost of Road and Equipment,” and close the account. 

In conclusion, these are matters which are worthy of the 
Commissioner’s attention, as unless they receive due con- 
sideration no correct reports can be made, and in justice to 
all parties interested, some plan should be adopted whereby 
they would be included in the reports. 

It has been often asserted, and, probably, with consider- 
able truth, that the plainest and simplest plan of reports 
that could be devised would be as deep a mystery to the 
average law-maker, as if they were writtenin the most 
puzzling of Egyptian hieroglyphics; still, if all the states ap 
point as commissioners such honorable and competent gen- 
tlemen as Messrs. Adams and associates have proven to be, 
the railroads would undoubtedly receive more equitable 
treatment than they have from the ignorant and intolerant 
legislation that has sometimes prevailed in the past, and it 
would be for their benefit that the commissioners be fur- 
nished with all the information they desire. 

The writer not being of New England blood, it cannot be 
termed Yankee assurance if he maintains that in matters 
pertaining to state supervision of railroads, the state of | 
Massachusetts is in the foremost rank, and that, while there 
is no state in which railroad companies are required to give 
more information to the public in regard to their condition 
and operation, there is no state in which this supervision has | 
been less irksome and more profitable to the railroads. 

solo 





Formule for Cross-Over Tracks. 


BY R. BELL, C, E,, OF THE N, Y,, L. E. & W. R. R. 


A cross-over track—called in Enrope a crossing—connects, | 
at an intermediate point between their termini, two con- | 
tinuous tracks, such as the main tracks of a double-track 
railway, or two adjacent sidings ina yard. It consists of | 
two turnouts, one from each main track, facing and curving 
toward each other, and connected between the main tracks | 
by a short diagonal track. | 

The length of a cross-over, or the distance between the | 
head blocks of the turn-outs, will depend on the space be- 
tween the main tracks and on the angle of the frogs which 
are used, 





When a cross-over is being putin, the only mat- | 
ter which requires more attention than any ordinary turn- 
out work is the placing of the two frogs where the outer 
rails of the turn-outs intersect the inner rails of the main | 
tracks. These frogs being at opposite ends of the opposite | 
rails of the connecting track, it is most essential that their | 
position with respect to each other be such, that the rails of | 
the connecting track will be true extensions of the lines of 
the frogs, so that the connecting track may be straight be- 
tween the points of the frogs, and at the same time be of | 
true gauge. 

The “lead” or frog distance of the turn-outs being known, | 
the position of one frog is fixed when the turn-out from one | 
main track has been located. The position of the remain- 
ing turn-out is fixed when the place of the second frog has 
been determined. 

The correct position for the second frog may be found by 
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calculation or by trial on the ground. It is the purpose of 
the present article to discuss only the first method. 

In ordinary turn-out work, no great error results from 
a neglect to regard the difference between the theoreti- 
cal and actual frog-points. But in cross-over work it is 
requisite that this difference should be taken into considera- 
tion, for the reason that the calculations for obtaining the 
relative position of the frogs must necessarily be made with 
reference to the theoretical points, while in a rule or table 
for the use of trackmen measurements should be referred to 
the actual points with which they are familiar. 

Fig. 1 represents a No. 4 rail frog. D EK isthe head, L N 
the throat, F H the point, B F H C the tongue, B C the heel, 
and L R, N S the wing rails. The wheel flanges of rolling 
stock bear against the sides EN F Band DL HC. 
are called the gauge sides, and the lines of these sides are the 
gauge lines or governing lines of the frog, called briefly 
‘*the frog-lines.” The theoretical point A is at the intersec- 
tion of these lines, and the frog angle B A C is the angle 
which is included between them, It will be evident that 
the theoretical point and the angle are the only parts of a 
given frog which cannot be varied. 


These 


The actual point / H before it is rounded is usually 
made 14 inch wide in the direction of /’ H,. This is the width 
of point referred to in this article by the terms frog-point 
and actual point. 

The tangent of one-half the frog angle is B K or C K di- 
vided by A K., K being the middle point of the heel BC. 
The frog number is the ratio of A Kto BC. In the No, 4 
frog if B Cis 1 foot A K willbe 4 feet. If F His 1 inch 
A Owill be 4 inches. But as / His '¢ inch, A O will be 
ly of 4 inches, or 2 inches. Thatis, A O will be half as many 
inches as there are units in the frog number. From this it is 
deduced, that when a frog-point is 14 inch wide the distance 
between the theoretical and actual frog-points will be half 
as many inches as there are units in the frog number. 
This distance will be designated by a. 

The following formule for finding the position of the 
frogs in a cross-over are correct for the general case where the 
main tracks are straight and parallel, and the connecting 
track straight between the frog-points. 

N O, PR are the parallel 
tracks, and N 7' FP is the cross-over. The space between tracks 
is the distance A F between the gauge sides of the inner 
rails of the parallel tracks. / C H is the frog angle. C, J, are 
the theoretical frog-points, and L, X, 
The lines EJ, J X, are perpendicular to the parallel tracks. 
The distance C L, measured on the inner rail of the track 
N O, from the theoretical point C to F opposite the theoreti- 
cal point /, will, for the sake of brevity, be called the distance 
between the theoretical frog-points. The distance L J, meas- 
ured on the same rail, will be called the distance between the 


Fig. 2 represents a cross-over. 


are the actual points. 


actual frog-points. This last is the distance required by 
trackmen for the purpose of placing the second frog cor- 


rectly. 


Let g = B I= gauge of track. 
s=A F= EI =space between tracks. 
f=JCH=H I B= frog angle. 


d= C E= distance between theoretical frog-points. 

D=LJ = distance between actual frog-points. 

a=CL=ZX!1 
actual points of one frog. 


- distance between the theoretical and 


g 


cos, f 


Then HI and HH= A F— HI. 


Substituting values of A Ff’ and // /, 


G 
EH=s8 —-. CE=EH x cot. f. 
cos, | 
Substituting values of C FE and EF H, we have 
v 
d cot. f(s ) A ota 
cos. f 


This is a correct expression for the distance C KL between 
the theoretical frog-points. 

To adapt the formula for practical use, its value must be 
the 
the theoretical and actual points of the two frogs CL +4 


diminished ‘an amount equal to distance between 


| 1X = 2a. 


The formula will then be: 


g 
D cot. f (: - \ 


cos, ff 


2a . (2) 


The expression 2a inthe formula is not mathematically 
correct, for the reason that the centre lines of the frogs on 
which « is measured are not parallel with the main tracks 


| But its use in place of the expression 


2a 
cos. 4 f 

leads to no appreciable error. 

Equation (2) is, therefore, a substantially correct expres; 
sion for the distance LJ between the actual frog-poin ts, 

If in (2) D is made equal to zero, the expression for s wil 

, 

g 2a 
8 


. (3), 


SS ee 
cos. f cot. f 
which gives the space between tracks when the frog-points 
are opposite, 

By means of (2) a table may be prepared of distances be- 


| tween frog-points for various spaces between tracks, Such a 


table, to be of any particular value for trackmen’s use, should 
be calculated for small fractions of space between track (say 
every half-inch) within the probable limits of such space. 

By means of (2) and (3) a diagram similar in form to fig. 3 
may be prepared, from which the distance between frog- 
points may be found graphically. 
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The point A isthe initial point of the horizontal scale A B 
of distances between frog-points, and the 4-foot point of the 
vertical scale A C of space between tracks. The inclined 
lines representing the different frogs are marked with the 
frog No. and the frog angle. The vertical scale is made several 
times greater than the horizontal scale, in order that it may 
be more minutely divided, and that the inclined frog lines 
may form more definite intersections with the horizontal 
and vertical lines. The points where the inclined lines in- 
tersect the vertical line A C are given by Equation (3). 
Points near the opposite margin of the diagram may be 
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by trackmen. The graphical method appeals directly to 
their understanding of lines and angles. Any trackman 


who can read a tape line may be taught to obtain correctly ' 


from the diagram the distance between frog-points for a 
given space between tracks ; while to obtain the same dis- 
tance by means of a rule or table often requires a more ex- 
tensive knowledge of mathematics than trackmen usually 
possess, 

The following table contains the data required for the pur- 
pose of calculating a table or preparing a diagram in accord- 
ance with the above formule. 
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Testing Railroad Appliances. 


APRIL 28, 1879. 
To THE EpIToR OF THE RAILROAD GAZETTE: 

Your editorial of March 7, under the heading of “‘ Me- 
chanical Research,” is a practical reminder of the great 
want of improvement, stability and uniformity in rolling 
stock construction, and a suggestive means by which it may 
be attained. 

The subject is by no means a new one. It has been 
agitated through your columns, more or less, during the past 
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Gauge 4 ft. 84% in. 





Space between tracks. 


Distance between frog-points. 


Fig. 2. 


Fig. 3. 


Frog-points 4 in. wide, 


DIAGRAM SHOWING THE DISTANCE BETWEEN THE POINTS OF THE FROCS IN A CROSS-OVER 
TRACK FOR DIFFERENT SPACES BETWEEN TRACKS. 


found for each number of frog by Equation (2). 


The in- | 


If the frog-points are more or less than }4 inch in width, | 


clined lines are then drawn between the points representing | the values of 2a will necessarily differ from those in the 


the same frog. 


The intermediate points on the diagram may also be found 
by means of tan. f, remembering to add the value of s, from 


(3) for each No. of frog to its calculated tangent before plot- | - 


ting to scale. 

To use the diagram, find on the vertical scale A C the 
given space between tracks. From this point trace a hori- 
zontal line to its intersection with the inclined line repre- 
senting the frog which is to be used. The distance of the 
point of intersection from the line A C as shown on the hori- 
zontal scale A B, will be the distance between the points of 
the frogs measured parallel with the main tracks. Fractional 
parts of a foot on the horizontal scale can be estimated very 
closely. In a diagram on a larger scale, vertical lines for 
fractional parts of a foot may be introduced if it is desired. 

The diagram is of more general utility than a table or 
rule, for the reason that it can be used with greater facility 








table : 


GAUGE 4 Fr, 84% IN, = 4.708 ; FROG-POINTS 44 INCH WIDE. 








- 
Z cd 9 pace oy 
° " ‘ tracks when 
Y ilo Cot, f. | fone 20. frog-points are Tan. f. 
47 Jos. f. opposite. 
4/149 1 3.937 4.857 0.333 4.941 0.2539 
511° 2h 4.952 4.803 (0.417 4.887 0.2019 
6) 9° 32 5.954 4.774 |0.500 4.858 0.1679 
7| 8° 197 6.968 4.756 (0.583 4.839 0.1435 
8) 7° 10 7.953 4.745 \0.667 4.828 0.1257 
9| 6° 24 8.962 4.737 (0.750 4.820 0.1115 
10| 5°44 9.960 | 4.731 |0.833) 4.814 0.1004 
i1| 5° 127 0.988 4.728 0.917) 4.811 0.0910 
12) 4°48, 11.992 | 4.724 1.000) 4.807 0.0833 


ten years. It has baffled the efforts of the associations of 
‘* Master Mechanics and Car-Builders” more perhaps, for the 


| want of codperation on the part of railroad companies and 


managers than anything else. 

Managers are not all ignorant, nor unmindful of the im- 
mense saving to railroad companies which would result from 
a standard and uniform freight-car truck, axle, draw-box, 
brakes, ete.; but the question arises, how can this desired 


epoch be attained ¢ 


It certainly cannot, without an effort on the part ot rail- 
road companies, based upon a tangible plan of coéperation. 
The following suggestions may shed a ray of light in the 
direction indicated: 

You will remember the Association of Master Mechanics 
had under consideration, in 1873 and 1874, the establish- 
ment of a “Mechanical Laboratory,” under the auspices of 
the “ Stevens Institute of Technology,” for the purpose of 
testing the strength of iron in its various uses, and deter 
mining the relative value of all kinds of material employed 
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in rolling-stock construction; but the expense attending the | 
necessary testing apparatus and equipment, which mus: fall | 
upon the individual members themselves, without any pe- 
cuniary benefit or re-imbursement, was too discouraging to | 
admit of any enthusiasm, and the worthy project still lan- | 
guishes. It is, however, fresh in the memory of a few; and | 
to resurrect and maintain a ‘ Mechanical Laboratory,” as | 
originally proposed by Professor R. H. Thurston, in his com- 

munication contained in the sixth annual report of the 

American Railway Master Mechanics’ Association, is be- 

lieved to be the first step in the direction of this much needed 

reform. In addition to this, a valuable auxiliary might be | 
organized, under the auspices of the Western Railroad As- 
sociation, for the practical trial and development of all im- 
provements in rolling stock, including iron freight cars and 
tenders; freight-car, tender and locomotive trucks; wheels, 
axles, etc.; also ventilation and warming of passenger cars, 
ete., ete,, all of which and more are quite as essential as in- 
vestigation which would come under the jurisdiction of the 
** Mechanical Laboratory.” 

As before stated, a Jack of interest on the part of managers 
has prevented the desired progress in this direction, but a 
more comprehensive view of this important matter is now 
apparent, and may be observed in the afnexed report of the 
Western Railroad Association for 1877, in which the follow- 
ing appears: 

“Tt has been suggested several times during the last few 
years that the Association should andertake, through commit- 
tees and experiments, to determine the mechanical] merits and 
relations of the several prominent improvements, in us? and 
desired to be used. It has been suggested that the officers of 
the Association should, without expense to the Association, 
be furnished with models and complete description of all the 
modern devices in use upon roads, and the more prominent 
of those proposed to be used; and that careful experiments 
should be made with such devices deposited with the Asso- 
ciation as committees upon their various classes, appointed 
at the annual meetings, should direct, under the supervision 
of a competent and impartial mechanical engineer, whose 
exclusive services fairly compensated and ex- 
clusively commanded by the Association, 

‘ For the reasons that such a procedure would necessitate an 
addition,at considerable cost, to the service of the Association, 
and that the above suggestions come to your committee so 
late in the year, we have but this recommendation to make, 
namely: That they, with the following considerations con- 
cerning the employment of a mechanical engineer, be full 
considered by the annual meeting, and be referred, with such 
powers and directions as shall then be enacted, to the board 
of directors then elected for next year.” 

The above clearly indicates the means by which concur- 
rence between the above associations may be attained, and 
the merits and demerits of all claims and improvements duly 
defined, By this means, also, all railroad companies who 
are members would avail themselves of the benefit of all im- 
provements at a minimum cost, including legal advice as to 
the right to use them. 

it would furthermore afford them an opportunity to pro- 
hibit all experiments at their own shops, and thus frequently 
avoid unnecessary and useless expense. 

Without experiments there would be but little progress; 
hence, they should be encouraged sufliciently at least to in- 
sure the best appliances at the least cost. 

Valuable improvements are lost sight of for years, for 
want of trial and introduction, and under the “ bugbear” of 
experimentalists, the highest mechanical talent is frequent- 
ly ignored, for want of legitimate freedom. 

In order to ascertain the precise value of materials to be 
used in the manufacture of rolling stock, first, consult the 
‘Mechanical Laboratory,” then ascertain by experiments, 
through the “ Railroad Association,” the different parts and 
appliances which go to maks up the best and most econom- 
ical construction. 

The fact that competent judges differ as to the best forms 
of construction makes it all the more necessary to carry on 
experiments untila proof is reached upon which a majority 
of the best talent would agree, and thus insure a speedy 
adoption of uniform appliances, In conducting mechanical 
éxperiments, it would seem proper for the association of 
master mechanics or car-builders, or both, to appoint a com- 
mittee to confer with the mechanical engineer of the Western 
Railroad Association, and arrange to be present at all stated 
meetings for that purpose. If, after an investigation of 
drawings and models, it is desived to try a certain improved 
truck, draw-bar, or any other device, let one be made under 
the direction of one or more of the committee, by the advice 
of the inventor, and placed on trial, on any road convenient 
to the head-quarters of the Association. All such experi 
ments to be conducted at a “ pro-rata” expense, to all roads 
represented, same as the present expenses of the Association 
are divided, 

The above touches upon a great and most needful reform 
in railway operating, and one which, if carried to that state 
of perfection, already attained, but not yet generally 
adopted, will greatly reduce the cost of transportation, and 

swell the net earnings. SUPERINTENDENT. 





Railroad Tracks in Rochester Streets. 


The following is a copy of a letter from President Wm. 
H. Vanderbilt making a proposition to the citizens of Roch 
ter concerning the construction to avoid the dangers of the 
crossing of the streets of that city at grade by the New York 
Central & Hudson River Railroad. It is dated May 10, 1879, 
and addressed to Mr. G. C. Buell, Chairman of the com 
mittee of citizens. The question is one that frequently 
arises, and the negotiations concerning this case are there- 
fore interesting, though the proposition below’ has been re- 
jected, on the ground that the remission of taxes cannot 
legally be made: 

DEAR Str: When I was in Rochester on Thursday even- 


ing you presented your side of the railroad diffi $ 
your city. While i admit the evils complained of, t the fault 
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must not be placed alone upon the company, and it cannot 
be, fairly, made to bear all the blame and assume all the 
burden of the requisite remedies. 

Similar troubles exist in many localities after the railroad 
has furnished the facilities and brought the traffic which 
creates or develops a city. Population, business and resi- 
dences cluster about it, and then relief is sought from incon- 
veniences and dangers incident to the optration of railroads 
in crowded neighborhoods. While the railroad and the city 


| have profited alike by the growth of trade and population, 


when the city becomes so prosperous that it wants the rail- 


road company to lower or elevate its tracks or find new | 


routes, the city alone is benefited by the proposed improve- 
ments. 

The value of all the property ir the area intcrested will be 
greatly increased, but the company can transact its business 
without change and can derive little benefit by the ex- 
change. 

This whole question was thoroughly discussed in the Leg- 
islature at the time of the passage of the law for the im- 
provement of the Fourth avenue in New York city. Every 
evil of which you complain existed there, but in more aggra- 
vated form, and the Legislature, after full discussion, decided 
that it was equitable to divide the cost between the city and 
the company, You certainly do not believe that the com- 
pany wilfully obstructs streets and endangers travel at 
crossings, or that it is indifferent upon the subject. Its offi- 


cers feel as keenly as you the situation, and are and have | 


been ready and anxious to provide a remedy. 

It is not fair or just, directly or by implication to charge 
us with responsibility for such accidents as you mention 
either to our employés or the public. To protect lives and 


promote in every way safety of travel is not only a thor- | 
oughly understood and recognized duty, but the wisdom and | 
for any sensible man 


economy of such a course are too plain 
to question. 

We do our best to build up the several localities along our 
line, but we cannot stand being compelled to move every 
tims we have succeeded. 

uur engineers have prepared a plan which, it is conceded 
on all sides, overcomes the difficulties in Rochester. To carry 
it out will cost a very large amount of money. It benefits 
you greatly and us very little. It affords a means of escape 
from perifs and trouble which have grown up about us, and 
for which we are responsible is no other way than by con 
tributing to your prosperity and development. I am ready 
to begin at once aud share half the expense of this improve- 
ment, but you say there are constitutional obstacles to your 
raising the other half which cannot be overcome. I make, 
therefore, this proposition: 

The municipal taxes of the company in your city amount 
to about $33,000 a year. I am advised that it is competent 
for the Legislature to authorize an exemption from these 
taxes, and that if asked for by the city authorities and your 
Senator and members of the Asssmbly, there is yet time to 
pass such a bill through the Legislature. Work will be be- 
gun immediately and pushed forward as rapidly as possible, 
and the New York Central will advance all the money, pro- 
vided you will exempt the property of the company in your 
city from their taxes for ten years. 

The company would thus pay considerably more than its 
share at the beginning, and await ten years to be reim- 
bursed, and that without interest. This cannot be called in 
any sense an appropriation in aid of a railroad company, but 
is an easy method for the city to raise money for the im- 
wovement of certain of its streets and avenues. I intend 
- this proposition to meet the question in the most liberal 
spirit. If itis agreed to on your part, the company ad- 
vances all your share of the expenses. The amount of taxes 
remitted will only pay about the interest on this advance, 
and at the end of ten years this interest ceases and the com- 
pany virtually donates the principal. 

Trusting that your people will receive this offer with as 
earnest and fair a disposition for a friendly settlement as it 
is made, Iam, yours truly, Wm. H. VANDERBILT. 


The Grand Trunk—What it Suffers for Want of 
Control of Western Connections, and the Rem- 
edies Proposed. 

The following is taken from the speech of Sir Henry W. 
Tyler, President of the Grand Trunk Railway Company, at 
the half -yearly meeting in London, April 28: 

“Turning now tothe details of our freight traffic, there 
was a falling off of 85,510 tons of gross freight tonnage, and 
of 40,845,548 tons of paying freight moved one mile. We 
carried altogether 1,146,387 tons, against 1,231,897 tons; 
and 394,587,991 tons one mile, against 435,433,584 tons 
one mile. But we received, on the average, a rate of only 
0.75 of a cent., say % of a penny per ton per mile, which is 
the same as for the half-year ending December, 1876, but 
rather less than the rate of 1877, and the lowest that we 
have had to contend with. This is where the shoe pinches. 
[t results directly from the excessive competition to which I 
have had occasion so often to refer, and of our being so much 
under the control of other companies, and compelled to take 
what they give us at rates for which they contract. When 
once we have connected ourselves independently with the 
sources of traffic, and become emancipated from such control, 
we shall have made one great step toward a cure of these 
evils. Meanwhile it is obvious that we are under disadvan 
tages. We are not in a good position for pooling traffic 
which we do not control, nor are we well prepared to take 
advantage of higher rates, when, happily, they may be es- 
tablished, so long as we do not command our legitimate 
share of the traffic to be carried. Meanwhile we have 
worked more economically, in reducing the dead weight 
carried per ton of freight from 1.70 to 1.66, by increasing 
the average load per car from 5,89 tons in 1877 to6.04 in 
1878. As regards what we usually classify as through 
traflic, there was a decrease of 106,904 tons and $457,698 
(£94,055) on the half-year. This decrease was mainly in 
traffic from the Chicago & Lake Huron Railway, handed to 
us at Port Huron, and in traffic from Detroit. You are 
aware that in the middle of last year Mr. Vanderbilt, the 
president of the New York Central system, purchased the 
control of the Michigan Central Railway, our main connec- 
tion with Chicago ; and that he also bought a controlling 
interest in the Chicago & Northeastern Railway, as itis 
termed, forming the central section of the Chicago & Lake 


Huron Railway (marked green on the map before you). | 


between Flint and 


Lansing. The latter purchase was 
avowedly made 


with the design of preventing the 
reorganization of the Chicago & Lake Huron Railway 
asa through line to be worked in connection with the 
Grand Trunk system; and he so far succeeded as to deprive 
us of half the tonnage and two-thirds of the receipts which 
we obtained in the corresponding period from that railway. 
After Mr. Vanderbilt secured the control of the Chieago & 
Northeastern, the receiver of the two other portions of the 
Chicago & Lake Huron Railway found it impossible to con- 
tinue the aperations of the Great Eastern fast freight line 
which he had established with us, in consequence of the 
heavy tolls demanded by Mr. Vanderbilt on his intermediate 
link and the low rates prevailing for through traffic; and it 
was only on the 25th of November that these tolls were 


. 


[May 16, 1879. 


modified; but the traffic has again necessarily been sus- 
pended, for the simple reason that the rates obtainable for 
the traffic will not admit of the payment of the tolls imposed 
for the use of intermediate link between Lansing and Flint, 
controlled by Mr. Vanderbilt. Serious obstructions were 
also put in the way of our exchanging business with the 
New York Central Company at Buffalo, which have more 
or less continued. 

‘*TIn my last address to you I described the various efforts 
| that had been made with a view to the avoidance of undue 
competition, the division of traffic among rival lines and 
the improvement of rates to a reasonable and remunerative 
basis. The mostimportant matter to be dealt with was a 
| division of east-bound business among the different routes 
| from the Northwestern, Western and Southwestern states. 
Mr. Guildford was appointed a commissioner, with an office 
in Chicago ; and he collected statistics and made returns, 
but he failed, from the want of sufficient authority, to pro- 
duce any further practical result; and, in fact, the pro- 
posals for dividing that traffic did not meet with the hearty 
concurrence of Mr. Vanderbilt and the New York Central 
| Company, though they admitted, at the meetings at Sara- 
toga, in August, that the arrangements in force for dividing 
the west-bound traffic had proved beneficial, if not wholly 
satisfactory. Unfortunately, the principle proposed by our 
|officers of submitting to arbitration matters which 
could not be disposed of by mutual arrangement 
was not adopted by the — of the vari- 
ous companies at Saratoga. Eastern and Western com- 
mittees were, however, appointed, and there were meet- 
ings in Chicago. Statistics were prepared, and handed in 
by certain of the companies, but it was discovered, as usual, 
that a large number of contracts at less than tariff rates 
were in existence, some of which extended nearly twelve 
months ahead, and the various companies were called upon 
to hand in their contracts for registration. On Nov. 4 our 
General Manager addressed a letter to the Commissioner, 
suggesting the appointment of a Joint Committee of the 
Eastern and Western lines, and that any matters which 
coul4 not be settled by mutual arratigement should be re- 
ferred to arbitration; and such a committee was afterward 
appointed. On Nov. 25 a new tariff was proclaimed, but it 
could only be made to apply to traffic not under contract; 
and, unfortunately, it was not adhered to; nor has any 
| general arrangement for a division of east-bound traffic yet 
| been consummated. The rates have been constantly declin- 
| ing up to the present time, and traffic has again been carried 
| from Chicago to New York at rates as low as 15 cents per 
| 100 Ibs., say one-sixth of a penny per ton per mile. I need 
| not say we have not competed for such traffic. Efforts 
to secure division of the traffic have not, how 
| ever, been abandoned. The principal of arbitra- 
| tion ypears now to be admitted. The Commis- 
| 


a 

| sioner Baia, ready for use, the machinery for his work of 
conciliation, so far perfected in the course of 1878; and he 
will no doubt put it in operation when a favorable opportu- 
nity offers. It is devoutly to be desired that he will ere long 
find such an opportunity, as there is no other hope of secur- 
ing adequate rates for the great business of transportation 
from West to East, than by pooling or dividing the traffic or 
the earnings derived from it, or the tonnage and earnings 
combined. This system of division has worked more satis- 
| factorily than any other yet attempted for west-bound busi- 
| ness; and the trunk lines have now ey extended it in 
respect of west-bound traffic from New York for five years, 
| thus giving it, for the first time, a recognition of permanency, 
and tending to the avoidance of a competition previously ex- 
perienced for larger shares of the traflic, with a view to the 
| modification of percentages. Wealso have pooling arrange- 
ments in respect of traffic between Bostonand New England 
wints and stations on the Grand Trunk with the Central 
Vermont; and in respect of passenger traffic between De- 
troit and Buffalo ; and also in respect of live-stock and 
dressed-meat traffic between the Western states and New 
England. We have further urged the Great Western Com- 
pany to,agree to a division of the large volume of freight 
traftic carried by the three Canadian lines between Detroit 
and Buffalo, but they have hitherto refused to make such an 
arrangement. ‘The Canada Southern Company actually 
agreed with us on a division of the live-stock tratlic between 
Detroit and Buffalo, and of the traffic carried by the Erie & 
North Shore line, running in connection with the Erie Rail- 
way, and invited the Great Western Company to join us. 
But the Great Western Company unfortunately declined the 
proposition. The latest movement in regard to through 
rates is set forth in the following telegraph messages. 
[Announcing the request of the Trunk Line Executive 
Committee, March 20, to maintain rates East at 20 and 25, 
and Mr. Hickson’s reply.) 

“It is to be hoped that the action thus taken may 
have the effect of restoring to some extent the through rates, 
but it is to be feared fresh contracts have been made, not 
withstanding all the declarations and resolutions made and 
adopted in the fall of the year. No contracts have been 
wees ye the Grand Trunk Railway, and I do not see, in re- 
viewing the ground, that we could have done anything more 
than we have done to endeavor to bring about a better 
understanding and more remunerative rates for this great 
volume of through business. There is a recent contest in re 
spect to it, which os to be mainly between the Penn- 
sylvania and New York Central companies. I sincerely trust 
that it is an expiring effort, and that Mr. Fink will again, at 
an early date, enter upon active operations with a view to 
getting a division of the east-bound through traffic finally 
| adopted. 

“Coming now more 


particularly to the New York 
Central connections, Mr. Vanderbilt’s professions in 
the early part of the half-year were all that could be 
desired, and if they had only been carried out in practice we 
| should have had no cause of complaint. But promises will 
not feed a railroad with remunerative traffic. After an er- 
| roneous statement of an_ arrangement between the Balti- 
|} more & Ohio and Grand Trunk Companies had by some 
| means been promulgated in England and cabled across the 
| Atlantic, we were indulged with the language of conci ia- 
tion and luxurious prospects of fair treatment in the ,ex- 
change of traffic. Communications of the most friendly 
character were exchanged hetween Mr. Hickson and Mr. 
Vanderbilt in September, after the Saratoga Conference, 
which Mr. Seargeant attended on our behalf in August. 
Our application for fair treatment was met with abundant 
expressions of a desire to meet our wishes and con- 
sult our interest. We should, if they had_ been 
fulfilled, have a better story to tell of the re- 
sults of the half-year. But our facts and figures 
are unfortunately stern realities. This is the treatment 
we actually received. The ‘International’ fast freight 
line, the only organization exchanging traffic between the 
Michigan Central, Grand Trunk and New York Central, 
was entirely broken up. The exchange of traffic between 
the Grand Trunk and New York Central at Buffalo was 
more or less obstructed, and at one time practically put an 
end to. The Erie & North Shore line, carrying traftic_be- 
tween the Michigan Central, Grand Trunk and Erie Rail- 
ways, was almost destroyed. Our route by way of the Chi- 
cago & Lake Huron Railway (colored green on the map) 
| was rendered useless by Mr. Vanderbilt’s purchase of the 
| intermediate section between Flint and Lansing, and by the 
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imposition of to'ls on that section which rendered through 
traffic impossible; and hundreds of our cars of the Great 
Eastern line traversing that route lay idle. Inducements 


| 


the commencement of this negotiation we suggested, in the 
first instance to the Great Western Company, a question 
which it is only right that you also shoula consider : Sup- 


were offered to the Central Vermont to send their traffic by | posing the two companies were to agree upon and carry out 


the south shore of Lake Ontario, and to detach themselves |a measure of joint access to Ch 
from the Grand Trunk alliance; and the construction of acom- | relation to each other be affected ¢ 


icago, how would their 
Would it be worth our 


peting line from Montreal through the state of New York was | while to provide the Great Western Company, bearing in 


at the same time encouraged. It was clear that the Grand 
Trunk could only expect to be fairly treated when and so long 


asit should be able to protect its own interests. We treated | the 


with Mr. Vanderbilt in the most conciliatory manner. We 
spared no effort to make traffic arrangements with him on a 
fair basis. But the value of our business was destroyed by 
the action of the Michigan Central under his control in de- 
priving us of competitive traffic, andin offering to us, at 
ruinous rates, traffic for places which could not be otherwise 
conveniently reached. Mr. Seargeant reported that ‘every- 
thing Mr. Vanderbilt said to him was perfectly fair and 
straightforward, and, so far as professions and expressions 
were concerned, the Grand Trunk had apparently nothing to 
fear,’ but added that while the Grand Trunk was prohibit- 
ed from making contracts ahead, and was adhering to tariff 
rates, the Michigan Central and New York Central were con- 
tracting at lower rates for traffic, which was thus continually 
abstracted from us. He _ tested, he said, Mr. Vander- 
bilt’s declaration that we should have the same facilities from 
the Michigan Central as were possessed by the New York 
Central, by the practical illustration that the Michigan Cen- 
tral charged higher, and, in certain cases, nearly double as 
much as they charged to the New York Central. Our offi- 
cers have attended confercnces, with a view to the pooling 
of traffic, the maintenance of rates, the abolition of commis- 
sions and rebates, the suppression of agencies, the restriction 
of free passes, and generally the reformation of abuses, un- 
til they are sick and tired of such meetings.. Agree- 
ments were hardly made before they were broken, and it 
was commonly found that the rates determined on could not 
be enforced because couteachs see made at lower 
rates had to be carried out, ithout trenching too long 
upon your time and patience, [ can only thus lay before you 
venerally the situation in which we have been placed and the 
difficulties we have had to encounter. It is to be hoped that 
sooner or later binding agreements will be made, not 
merely between our interests and those controlled by Mr. 
Vanderbilt, but also between the various trunk line systems 
of the American Continent. Meanwhile the Grand Trunk 
Company has its duty to fulfill. We have not inherited, we 
have not at command, millions upon millions of money for 
buying up shares and bonds, and possessing ourselves, at 
eure, of the main routes of traffic from which our neigh- 
ors or rivals have been accustomed to derive their business. 
We have not even had the means to maintain or secure one 
line of communication with any of the great centresof West- 
ern export. And we have suffered accordingly, as you can 
all testify by bitter experience, in loss of profits. When you 
are told, as you are sometimes, and will be told again, 
that we are the aggressors in this matter, I would ask 
you to remember that our rival has surrounded us with 
obstructions, and that we have not surrounded him, but 
that we have simply struggled to free ourselves from re- 
straint, and have done the best we could under adverse circum- 
stances. I must next say a few words in regard to our rela- 
tions with the Great Western Company. It is a delicate 
subject, and one on which I would fain, for some reasons, be 
silent. But this is not possible, nor is this a time—if ever 
there could be—for employing language to conceal our 
thoughts. I believe itto be true policy, in the interest of 
both companies, to be perfectly frank and outspoken on this 
as well as on other questions. If Mr. Vanderbilt, by the 
purchase of the Canada Southern, Michigan Central and 
other railways, has injured our position, and temporarily 
destroyed our independence, he has apparently placed the 
Great Western Company in a situation of greater peril. It 
would appear to be more than ever desirable that the two 
companies should unite their forces, if only for the purpose 
of resisting such hostile action and injurious influence from 
their late ally. Ihave no doubt [am speaking in the pres- 
ence of many gentlemen who are interested in both com- 
panies. We know, at all events, that the two companies have 
numerous proprietors in common, fellow-sufferers from loss 
of traflic, excessive competition and unremunerative rates. 
This board has long been anxious to bring about identity of 
interest and unity of action between the two companies in 
order to avoid the very evils that have now fallen upon both 
of us, and we are now more than ever convinced that we 
were right. If the two companies had been so far united 
they might jointly have made, years ago, a binding, profit- 
able and permanent arrangement with the Michigan Cen- 
tral Company, and they would not now be under the neces- 
sity of seeking independent access to Chicago, Even now, 
I firmly believe, though we are rather locking the door after 
the steed has been stolen, that an arrangement conferring 
identity of interest would be of great value to both sets of 
proprietors, and I heartily wish that the Great Western di- 
rectors could at length see it in the same light. Anything 
short of this [cannot but feel to be a mere delusion and a 
snare, leaving the door open to fresh entanglements, and 
to a renewal of misunderstandings at any time between our 
respective officers. I do not wish to cast blame on the Great 
Western Company or their directors. I can nfttke full al- 
lowance for the inberent difficulties of their position. The 
are, as they have frequently stated themselves, only a link 
in the chain of thwomale communication from the great West, 
though they do control traffic from Western Canada. The 
difficulties, I must add, of their position were sufficiently ap- 
parent during our prolonged negotiations in Canada in 1877, 
and have unfortunately been since still more obvious. But 
they have, nevertheless, been a constant thorn in our sides. 
Our negotiations with the Canada Southern and New York 
Central interest for pooling traffic and avoiding competition 
have, over and over again, been more or less frustrated by 
the absence or want of concurrence of the Great Western 
Company; and it has been a continual complaint from our 
officers that they stood in the way of such arrangements as 
might otherwise have been effected, so desirable in the in- 
terest of all parties. * * * 
* Within the last few weeks we were, however, approached 
by the Great Western Company, with a proposal to brin 
the two general managers from Canada, and to discuss wit! 
their board in London the question of joint access to Chi- 
cago; and we agreed to adopt that course as soon as our 
General Manager could be spared from the important busi- 
ness which he has in hand in that country, In exchanging 
communications with our officers in Canada, and ascertain- 
ing the progress that was being made with our affairs in 
that country, we came to the conclusion that it would be 
impossible to bring Mr. Hickson over here for some time to 
come without serious detriment to the business of the com- 
pany; and we suggested to the Great Western directors 


% 


| 


| 








that it might be better to instruct the two gen- 
eral managers to communicate with one another | 


and to endeavor to come to some arrangement for our joint 
consideration in regard to the subject of access to Chicago. 
They assented to this course. 


mind their continually hostile and recent action toward us, 
with an independent position in Chicago, from which 
could make their own rates and control their own 
traffic, unless we could at the same time secure ourselves 
against the additional opportunity and power for compe- 
tition with us which they would thus acquire? We are dis- 


| posed to do everything in our power to assist the Great 


Vestern Company as well as ourselves, and we earnestly de- 
sire their well-being as well as our own; but we cannot shut 
our eyes to the dangers that must still exist, so long as, in 
the absence of identity of interest, there still exist incentives 
to injurious action in the midst of innumerable complica- 
tions, * * 

‘** You will understand, gentlemen, from all that I have been 
saying, where and how it is that we have been suffering in 
the past, and what is required to redeem our position in the 
future. You will see that, in addition to the low rates re- 
sulting from general competition, a vigorous effort has been 


made, backed by all the power and influence of enor- 
mous wealth, to cut us off, as far as the at- 
tempt could safely be made, from the sources of 


traffic in the West, and to obstruct the eastward fiow of our 
legitimate traffic, and you will agree with us that it is in- 
cumbent upon us, representing as we do vast interests and 
the well-being of 8,000 proprietors, to spare no effort to 
prevent the consummation of such projects, and to counter- 
act the deep-laid designs of those who are hostile alike to our 
interests and to those of the Canadian Dominion. We have 
now tested with suffiaent patience and forbearance the 
promises that were held out to us ; we have waited a suffi- 
cient length of time to ascertain definitely whether it would 
be possible to work harmoniously with the New 
York Central connections, and whether Mr. Vander- 
bilt would employ his great opportunities for the 
general advancement of his own and _ other inter- 
ests. He might, by promoting fair divisions of traffic 
and reasonable increase and stability of rates, have con- 
ferred important and permanent benefits on all the trunk 
lines, and have rendered his own investments highly remun- 
erative. He might, by a more judicious exercise of his ad- 
vantages, and by moderating his ambition, have earned the 
gratitude alike of his dependents and of his rivals. But he 
has adopted a different policy. The result of his operations 
hitherto has been eminently unsatisfactory; and, so far as 
we are concerned, the time arrived when I am bound, in 
placing this whole matter clearly before you, to submit to 
you and ask you to support the measures that have been 
forced upon us for obtaining our independence, for placing 
this concern on a solid basis, and for establishing it, once for 


all, in the position which it ought to, and 
must ultimately, occupy as one of the highways of 
the American continent. (Cheers), You are all aware 


that the mass of American freight traffic runs from 
West to East. And you will easily understand thet it re- 
sults from this proposition that alliances, connections, com- 
petitions, are in our case less important toward the East, 
and all important in a westerly direction. Just as an indi- 
vidual with power and patronage commands friends and 
allies, so also a railway company controlling traffic need 
not be in want of anxious suitors eager to assist in carrying 
it. The Grand Trunk Company has, up to the present time, 
been in the position of a suppliant, able to conduct effi- 
ciently the business transferred to it by others, but com- 
velled to take what it was their pleasure or their interest to 
stow, and at rates made for it, wisely or unwisely, by its 
patrons. This condition of matters was of less consequence 
when there were other companies in an independent posi- 
tion on the west of the Grand Trunk system ready and will 
ing to coéperate with it. But it assumes a very different 
aspect when the routes heretofore in the possession of 
those companies become controlled by a powerful antago- 
nist. There is nothing left for us, gentlemen, in such cir 
cumstances, but to persevere in the obvious necessity of se- 
curing for ourselves permanent Western connections. 
(Cheers.) If you will now kindly glance at the map I will 
»yroceed to explain generally how this desirable werd is to 
2 accomplished, and what steps we are contemplating or 
taking toward its fulfilment. Our system terminates westward 
at present in the line from Port Huron, on the west of the 
St. Clair River to the Detroit junction. That branch is 
in excellent order. We have between Sarnia and Port Hu- 
ron admirable ferry boats—practically almost as good for 
working purposes as a bridge or a tunnel—bringing over a 
train-load of carson three lines on their decks at each trip in 
a few minutes; and the problem immediately before us is to 
connect that branch directly and permanently with cities 
and railway companies anxious to receive us and assist 
us, and ready to codperate with us against the 
monopoly from which, jointly with us, they are more or less 
suffering. The main centres at which we have to aim are 
St Paul, Chicago and Toledo—St. Paul as representing the 
Northwest, Chicago as the emporium of the West, Toledo as 
the highway from the Southwest—and we shall not be in a 
position to by claim to our legitimate share of traffic, or to 
take proper advantage of our geographical situation, or to 
earn full profits for our proprietors, until we have formed 
connections with these centres. There are, no doubt, some 
present who may consider it better not to enter into these 
questions in public, and the same reasons which weigh with 
them have prevented me at previous half-yearly meetings 
from dilating upon them. But there are times and seasons 
when it is better to speak out, to adopt an open, frank and 
bold policy, and when it is even a mistake to do otherwise; 
and, naving fully considered this phase of the subject, 
I deliberately believe that it is better to lay before 
you, not merely our difficulties, of which you have heard 
too much, but also the means available for overcoming 
them. These means have occupied our close attention for 
years past; the time has now arrived when it is no longer 
safe to postpone action; and we cannot do better, I am con- 
vinced, than take you into our councils, and proclaim in 
public what we are doing, what we ifttend to do and how 
we intend to do it. Besides which, I may add that all these 
matters are in America what are there called ‘‘ open se- 
crets.” Every one knows there what bis rivals are doing, 
and a good deal more. 
suspicion and exageration, and to an — 
relations, whatever may be the outward semblance, while a 
frank policy commands, at least, respect. (Cheers.) Com- 
mencing, therefore, with the Northwest, I may point out 
that there is a _— route open to us, by means of 


but friendly 


the Flint and ort Huron Line, the Flint & Pere 
Marquette Railway, and the ferry between Manito 
woc and Ludington across Lake Michigan for the 
| connection with St. Paul and the Northwest, includ- 


ing the line to Pembina and Fort§Garry and so to Manitoba; 


But we have since learned, in | and the Flint and Port Huron Line would be a valuable spur 


consequence of the turn which our affairs have taken, that | to us, not merely as connection for that route, but also as 


it will be further necessary for some members of our board | leading 


directly from Port Huron toward Chicago. We are 


to go to Canada, and we have communicated to the Great | therefore making arrangements with other companies, acting 
this further change in our proposals. F 


Western Company 


At! as our 


allies, for the means of utilizing that section of rai 
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way. Its value as a route to Chicago is not much, as I have 
peer indicated, at the nt time, because Mr. Van- 

erbilt has taken the precaution to possess himself of the in- 
termediate section between Flint and Lan for the sole 
and obvious purpose of blocking us in that direction. But 
his possession is by no means secure. His action is, 
of course, hostile to the proprietors of the other 
ends of the line. It is to their interest to pro- 
mote through traffic. It is to his interest to ob- 
struct it. here has been much litigation between the 
different interests, and the latest decisions of the courts are 
to the effect that inasmuch as that intermediate section was 
more or less constructed by funds supplied from the sections 
at the two ends of it, either a receiver will be appointed, or 
else a bond of $300,000 must be lodged as security for what- 
ever sum may ultimately be found to have been so supplied 
and expended. The purchasers of the Port Huron section, 
which is to be sold at an early date, are also to take over, on 
certain payments, two miles of railway from that interme- 
diate section. While, therefore, the Flint and Port Huron 
section is a good one, via Ludington, for the Northwest, the 


wssibility of a connection with Chicago from the 
jrand Trunk system, via Flint and Lansing, and 
along the line marked green on the map before you, 
depends upon either the possession of — this lint 


and Lansing section, or the construction of some other 

line to take the place of it, if Mr. Vanderbilt should succeed 

in retaining his hold over that section, But this is not, of 

course, the only route open to us. There are, indeed, eight 

or nine other combinations which might be formed, and 

which we jiave at different times considered; and the time 

is approaching when we shall have to decide with what allies 

we can act, what route we shall finally adopt and the ex- 

pend ture which will be required tocarry out this important 

part of our projects, Meanwhile, we have made small be- 

zinnings, and paved the way for future operations, by look- 

ing after the interest of two short lines of railway, which I- 
will next describe to you. One of these is a branch of our 

Port Huron & Detroit section, and is known as the 

Michigan Air Line. {t was originally intended to form 

poe the Canada Southern direct route, via Jackson to 

thicago, It is fourteen miles in length from Ridgway to 

Romeo, and is being continued to Rochcster, whence it evill 

be carried on to Pontiac. It joins the Detrcit & Bay City 

line at the former, and the Detroit & Milwaukee at the latter 

place; and we have had negotiations with parties ——s to 
make connections with it from different southerly directions 
for our mutual benefit. This little branch has been very 
cheaply acquired, is a paying concern, and may: be of great 
use hereafter. A separate company has been formed for 
furthering our objects in this direction, and an agreement 
has been made with that company which I shall pay 
have the honor to submit to you, and to which I shall ask your 
approval. I wish also to draw your attention to a line 21 
miles long, affording access to the city of Chicago from a 
place on the south of it called Thornton. The green line on 
the map—the Chicago & Lake Huron Railway—terminates 
at Valparaiso, where it joins the Pittsburgh, Fort Wayne & 
Chicago Railway, forming the Pennsylvania Company’s 
route to Chicago. The gauge is not quite the same as other 
lines in the neighborhood, or as. our own line, and the cars 
running over it are obliged to be provided with exceptionally 
broad wheels. If we are ever to work with the green line 
via Lansing, an independent means of access to Chicago, on 
the same gauge, will be essential to our operations; and we 
have in hand, theretore, a link in that direction, which may 
possibly be of great use tous. But, as I have indicated, the 
question of our independent connection with Chicago is notin 
a condition to be brought before you ina definite shape, The 
precise route, the names and numbers of our allies, the ex- 
act character of the arrangements, have yet to be ascer- 
tained and determined on, and I can only ask you to leave 
that matter in our hands, with the assurance that we shall 
not shrink from exertion or responsibility, but shall in that 

as in other matters, do what we find to be best, with all 
the means at our disposal, for your interests, ‘There are 
also questions pending as to the means of communication 
between Detroit and Poledo, with which | need not trouble 
you at present ; but you will see, gentlemen, that matters are 
coming to a head. There are those, no doubt, who would say, 
onthe one hand; ‘Take example by what has happened to 
some cases in the past. Great companies in this country have 
been injured or ruined by useless extension of branches, and 
by fruitless expenditure, to gratify their ambition y and 
those who would tell us, on the other hand, that it is useless 
to engage in the race of competition with the powerful in- 
terests opposed to us on the American Continent. We do 
not desire to shirk this or any other question. We have 
fully discussed and considered the subject from these points 
of View, and we have come tothe conclusion, unhesitatingly, 
to adopt the course which I have ventured to sketch out 
to you. Independent western connections are essential to 
us The sale of the Riviere-du-Loup section of our system 
to the Canadian Government will go far, if it is carried out, 
to furnish the necessary ways and means, (Chcers.) That 
question and others must shortly be settled, With your per- 
mission I propose, with Sir Charles Young, to sail in a few 
days fcr the United States and Canada, to arrange on the 
spot for such action as may be required; and, if we are able 
to achieve what we propose to undertake, we shall at the 
proper time call you together in special meeting, and ask 
your approval of what has been accomplished, (Loud 
cheers.)” 





Old Car-Wheels for Rail-Heads. 

The rolling mill at Reading, Pa., owned by the Philadel- 
phia & Reading Railroad Company, is now using old car- 
wheels which are made of charcoal iron, instead of pig-iron 
in puddling for the heads of rails. Mr. W. BE, C, Coxe, Su- 
perintendent, says in a recent letter to this office that all the 
rails made in the above-named mill are now made in this 
way, whether under contract for rerolling or for new rails. 
—Bulletin of the American Iron & Steel Association, 

smpt at Train Wrecking. 
“— last Saturday night a diabolical attempt was made 
near Delphi to wreck the lightning express train which ar- 
rives from the east on the Wabash Railway shortly before 
midnight. A short time before the express was due, a local 
freight passing between Delphi and Burrows station, dis- 





A policy of secrecy leads only to | 


| 


| of dashin t 
| rushed on in darkness to destruction. 





covered a heavy tie fastened across the road, The train was 
stopped in time to avoid an accident, and proceeding 
coutiously, two other obstructions of a similar kind were 
found within ashort distance. A few rods further on was 
an apparatus of devilish ingenuity, which would have ren 
dered an secident doubly sure. 2 long, stout pole had been 
driven into the ground at the side of the track ~~ - way 
that the upper end was directly over the rails. To Mis pole 
a heavy stone had been suspended with the evident intention 
» the headlight to pieces that the train might have 
‘ The precision with 
which this infernal machine had been poised, indicated that 
the work had been done by arailroader, or one well informed 
as to the exact height, etc., of the locomotive. From this 
clue it is hoped that the perpetrators of the attempte 1 out 

| rage may be hunted down, and have meted out to them 
| punishment proportionate to their awful crime.—Logans 
| port Ind.) Journal, May 7. 
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THE WINTER GRAIN MOVEMENT. 


So far as shipments from the Northwest are con- 
cerned, the winter grain movement ended with April 
26. But so far as sea-board receipts are concerned, it 
will last nearly a month longer. The canal was not 
open until May 8, and anything shipped that day would 
not reach New York in less than two weeks. This 
statement of the business of the ‘ winter,” therefore, 
meaning the period during which navigation is closed, 
is not complete for this part of the business. Last year, 
however, there were lake shipments throughout April, 
and canal shipments part of the month. 

The receipts and shipments of grain of all kinds at 
the eight reporting Northwestern markets (St. Louis, 
Peoria, Chicago, Milwaukee, Duluth, Detroit, Toledo 
and Cleveland), and the receipts at the seven Atlantic 
ports for the 21 weeks from Dec. 1 to April 26, for the 
past six years, have been, in bushels : 





-——-Northwestern .-—. Atlantic 

Receipts. Shipments. receipts. 
1873 74 dadevcctoncencases 54,235,578 20,499,348 41 ‘O27 047 
OHI : ccbispacncevenan 35,930,337 18,605,849 23,686, 
oS, Sere 48,024,441 30,797,372 39/269.065 
| SR rE 43,358, 26, ‘600; 317 40,903,919 
RTT FOs cccccenscesreends 61,097,698 44, 475, 196 72, ‘O15, 901 
BOOT iia) 90s< acres 64, "389, 922 40 .377,517 78. {692.236 


Northwestern receipts and Atlantic receipts, we see, 
were larger last winter than in any preceding (for in 
all these studies of grain traffic we should remember 
that the.crop year of 1873-74 greatly exceeded any that 
preceded it), The receipts of Northwestern markets 
are 5 percent. greater than last year, in spite of the 
fact that navigation was open all April last year and 
not at all this, and that the April receipts last year 
were 4,300,000 bushels larger than this. The ship- 
ments of these markets were a tenth larger last year 
than this, a much larger quantity accumulating this 
year before the opening of navigation, and last year 


- 


.272| any previous months of the 
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there having been within this period more than 8,500, - 


000 bushels of shipments by lake, to none at all thia. 
The amount of rail shipments, thus, was 40,377,500 
bushels in 1878-79 to about 36,000,000 in 1877-78—an 
increase of 12 per cent. over that unexampled move- 
ment. In every one of the six years except this, some 
shipments by lake have been reported before April 26 
—4,300,000 bushels in 1874, 243,000 in 1875, 2,885,000 in 
1876, 3,065,000 in 1877 and 8,543,000 in 1878, 
withstanding this the shipments from Northwestern 
markets have been much larger this year than ever 
before except last year. 

The receipts at Atlantic ports have continued to in- 
crease during April, and, indeed, in that 
showed a larger increase over previous years thar. in 
year. Of the 6,076,000 
bushels increase over 1878 made during the winter, 


4,757,000 was made in April, when the receipts | 
were 19,150,770 bushels, which is more than ever 
before while navigation was closed. Indeed, these 


would be large receipts with navigation open—an aver- 
age of about 4,800,000 bushels per week. 

These great receipts at the seaboard must have ma- 
terially reduced the stocks in the Northwest. They have 
not, however, reduced the stocks at the Northwestern 
markets, which are much larger than ever before, and 
have week since navigation 


increased nearly every 


closed. Whether the farmers’ stocks are larger or 
smaller than usual at this time, we cannot say, 
but if not smaller, then the crop of 1878 evi- 
dently was materially greater than the magni- 
ficent crop of 1877 even. This we know, not 
only from, the above figures for the winter, but 


from the returns for the crop year; for the fall move- 
ment this crop-year showed a greater increase over the 
year before than the movement even, and 
down to May 3 Northwestern receipts since July and 
Atlantic receipts since August had been, for the past 
two years: 


winter 


Northwestern receipts 1878-79. 1877-78 Increase, Pc. 
(Aug. 1 to May 3)...177,413,376 155,801,780 21,611,596 13.9 
Atlantic receipts (Sept. 
1 to May 3)..........162,348,476 146,168,204 16,180,272 11.1 


Doubtless the winter movement has been much pro- 
moted by the very low rates which the railroads have 
accepted for carrying grain; but it is also probable that 
that there would have been a very large movement if 
the rate had been materially higher—say as much as 
25 cents per 100 lbs. from Chicago to New York, firmly 
maintained throughout, 
time from 15 to 20 cents. <A difference of 5 cents per 
100 Ibs. on the winter traffic would have amounted to 
than $2,000,000 in the net profits on 
grain alone, and flour would have counted for about 
one-fifth more, 

The receipts at the Atlantic ports evidently have 
come this winter only in small part from the great 
Northwestern markets. Aside from the fact that 
those markets make considerable shipments directly 
to interior consuming towns in the East, the total re- 
ceipts of Atlantic ports last winter were 88,300,000, or 
95 per cent. more than the total shipments of the 
eight Northwestern markets ; this difference last year 
was 28,000,000 bushels; in 1877, 14,300,000; in 1876, 
8,500,000; in 1875, 5,000,000, and in 1874, 11,500,000 
bushels. The larger the rail business the smaller is 
likely to be the proportion that goes to a lake port; the 
grain goes through by the most direct route and stops 
nowhere, and does not pass through such places as 
Chicago and Milwaukee unless they happen to lie in 
its way. 

We will now turn to the distribution of the Atlan- 
tic receipts among the several markets, concerning 
which there is so much interest among merchants as 
well as carriers. We give below the receipts of grain 
of all kinds at each of the Atlantic markets for the 21 
weeks from Dec. 1 to April 26 for the past three 
years, and the percentage of the total received at each 
place: 


instead of being most of the 


something more 


Grain Receipts at Atlantic Ports Dec.1 to April 26, 


1878-79. 1877-78.- 1876-7 
. c. of P. c. of 7%. of 
Bushels, total. Bushels. sosel. Roy Is. total. 
New York. .31, rerwets 40.0 20,653,208 40.8 921, 

Boston..... 718 687 9.1 6,752,170 19 r 705,190 i 7 
Portland.. * 080301 1.8 1,496,121 2.0 766,473 1.9 
Montreal.. 102,430 0.1 71,060 01 128,965 0.1 
Philadetp” 114,936,920 49.0 14,131,980 19.5 7,839,150 17.8 
peltimore. 17,084,850 22.0 15,165,200 20.9 12,193,794 20.6 
. Orleans. 5,961,734 1.6 6,805,563 8.8 2,001,004 7.3 
Total.. 7, 743, 036 100.0 72,616,801 100.0 41,131,889 100.0 


The changes in percentages made by the April re- | 


ceipts are not very great—slight losses at New 
and Boston balanced by a gain at Philadelphia. 
comparing this year with last, the changes are trifling; 
but comparing with 1876-77, there are considerable 
changes evident. 

Putting Philadelphia and Baltimore together and 
comparing with New York we have: 


York 


1878-79. 1877-78. 1876-77. 
New York. ..+. 40,0 40.8 31.4 
Philadelphia and Baltimore... 41.9 40.4 47.6 
The three cities.......... . 81.9 81.2 79.0 


but not- | 


month | 


And | 
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What New York has gained since 1877, it is seen, 
has not come wholly from Philadelphia and Baltimore, 
and what the two latter have gained since last year 
has not come wholly from New York. The three to- 
gether have a somewhat larger proportion of the whole 
than in 1877. 

Now, putting New York and Boston together, and 
comparing with Philadelphia and Baltimore together 
we have : 


1878-79. 1877-78. 1876-77. 
New York and Boston............ 49.1 48.7 43.1 
Philadelphia and Baltimore...... 41.9 40.4 47.6 
The four cities........ 91.4 0 89.1 90.7 


The aggregates of the four have varied very little, 
| but the position of the two pairs has been nearly re- 
versed since 1877, and the northern pair show a small 
increase and the southern one a considerably larger 
| increase since last year. Their gains (not considera- 
| ble) Orleans and Port- 


are balanced by losses at New 
| land, 

There was an aggregate increase of 6,127,000 bushels in 
the receipts of these seven ports over those of 1878. 
Baltimore gained about 2,820,000, New York 1,872,000, 
Boston 1,420,000, and Philadelphia 805,000, The largest 
percentage cf gain was Boston’s. 

Hereafter the opening of navigation will have its 
effect on the distribution of For the first 
month this will probably be disadvantageous to New 
York, 


receipts. 


as there will not be considerable arriva.s of the 
grain consigned to it by lake until June, But there- 
after the canal its business, larger than 
that of any railroad, to what the railroads bring, giv- 
thus a material advantage to New York, which is not 
wholly destroyed, however low rail rates may be, but 
is most effective when they are much 
above lake and canal rates 

It is not probable, however, that they will be main- 
tained much above these rates. If they were, Phila- 
delphia and Baltimore and the railroads which carry to 
them (and all the other Eastern railroads) would get 
very little grain to carry. Possibly the roads might be 
satisfied to go without the traffic rather than accept 
the rates which the route compels; but they 
have now encouraged the establishment of an export 
grain business to so great an extent in Philadelphia 
and Baltimore that they 
to those places, however low the rates may be. 


contributes 


maintained 


water 


cannot easily refuse to carry 
If the 
present effort to keep up lake rates succeeds, and there 
anything like on the Erie 
Canal, then the places reached by rail alone will have 
a better opportunity to get a larger share of the traffic 
But if lake and canal 
rates go as low as they have been in the two past 
years, New York will have a great advantage, unless 
rail rates are lower even than last year ; which, indeed, 
at present seems quite probable. 


is a corresponding rate 


than before for several years. 


STANDARD SCREW “THREADS. 


of Master Car-Builders, a 
‘to investigate and report 
on the present construction of screws and nuts used 
on cars, and the amount of accuracy that is desirable 
to secure and the best means of maintaining it in the 
standard adopted by the Association in Richmond in 


At the last convention 
committee was appointed ‘ 


1871.” The committee who have this subject in charge 
are Mr, John Ortton, of the Canada Southern Railway, 
Mr, ©. F. Hanson, of the Detroit, Grand Haven & Mil- 


waukee Railroad, and Mr. H. Childs, of the Great 
Western Railway of Canada, It occurs thus, quite 
curiously, that a majority of the committee who are 
to report on the United States standard system of screw- 
threads are foreigners, and the third, Mr, Hanson, is 
also, we believe, of foreign birth. This is referred to 
only as a singular fact. Probably this subject could 
hardly have fallen into better hands. 

The question may, however, very naturally be asked, 
why appoint such a committee? Why is it necessary 
to ‘inquire into the best means of maintaining accu- 
racy” in screw threads. If the Sellers system of 
threads has been adopted, why is any further action 
To this it may be said that there exists what 
may be called a universal tendency to depart or devi- 
ate from all standards of measurement. Our yard 
and foot measures can be accurately maintained only 
by the greatest care and scientific accuracy. It is only 
| within the present century that any precision has been 


needed ? 





| maintained in the systems of weights and measures. 
Thus the standard of length in England was a metal 
yard, which had been in the custody of the Clerk of 
the House of Commons since the year 1760. In 
1824, an act of Parliament was passed intended 
in part to many of the inequalities 
in measurement which then existed. The old 
was maintained as the standard of length, 
| but in order to be able to reproduce it in case of its 
destruction a ratio was established between its length 
and the length of a pendulum. It was found that a 


remove 


| yard 
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pendulum vibrating seconds in the latitude of London, 
measures 39.1393 of such inches as are marked on this 
standard yard. In like manner the metre was estab- 
lished in France as the unit of measurement and is 
said to be the 0.0000001 of a quadrant of the earth’s 
circumference. Itis, however, denied that the system 
is founded on this basis or that it is possible practically 
to carry it out or derive the standard from this source 
with scientific accuracy. The real standard is said to be 
a platinum metre deposited at the Palais des Archives 
in Paris. A great deal of ingenuity has been exer- 
cised to maintain both the English and the French 
standards of measurements, and probably as scientific 
knowledge advances still greater precision will be de- 
manded, 

To show how quickly a standard will begin to vary, 
it may be mentioned that in the drawing of the stand- 
ard axle, published in the last report of the Master 
Car-Builders’ Association, the length of the wheel-seat, 
which was originally 7 in., has been altered to 7,\, in., 
for what purpose is not apparent. Some of the other 
dimensions are also in doubt, and now that the Master 
Mechanics’ and Master Car-Builders’ Associations have 
agreed abcut this standard (the former having adopted 
it this week at Cincinnati), one of the first things to be 
done should be to prepare a drawing and deposit it in 
some safe place as the standard to which all future dif- 
ferences could be referred, 

This inherent tendency to depart from original 
standards is greater in a system of screw-threads than 
in ordinary measurements of length, because in a 
screw there are a number of dimensions which must 
all conform to each other in order that a nut may fit 
the screw perfectly. Thus, in the first place, the nut 
must be of the same diameter as the bolt. It may ap- 
pear a very simple thing to secure this, and yet, if the 
taps and dies in use in most shops were inspected care- 
fully, it would be found that a very small proportion 
of them are of precisely the right diameter. In 
fact, it difficult matter to measure the 
diameter of most screw-threads accurately. What is 
known as a V thread, being sharp at the point, gives 
no true surface to measure on, and even a Whitworth 
thread, being round at the point, is not easy to meas- 
ure, The Sellers or United States thread, however, is 
flat at the top and bottom, and therefore can be readily 
measured on its outside diameter, and therefore it has 
great advantages in this respect over other forms of 
threads. 


Is a 


A very unfortunate practice exists in many places of 
making all’screws over size, that is, an inch screw 
will be made 1,', or 1,';in. in diameter, The reason 
given for this is, that round iron as it comes from the 
mill isin nearly all cases over size, and therefore 
unless the screws are made somewhat larger than the 
regular sizes, the additional thickness of iron must be 
cut away by the dies in the screw-cutter. Probably the 
way in which this practice of making iron over size orig- 
inated, and the reason for its continuance, is that man- 
ufacturers have found that they sold more iron by mak- 
ing it larger in diameter than the nominal sizes. Be this 
as it may, railroad companies can readily get the sizes 
of iron they want by carefully inspecting it when re- 
ceived, and returning itif not of the right size. On the 
New York, Lake Erie & Western Railroad it was found 
that nearly all the iron furnished the company was 
oversize. The manufacturers were therefore notified 
that thereafter no iron would be received which did 
not conform to the specified dimensions. Since then 
there has been no difficulty in getting what is required, 
and at a very material economy per year to the railroad 
company. Of course, as long as the practice prevails 
of making screws of what are called odd sizes, it will 
be impossible to secure the advantages of uniformity. 
While it may be possible to use a nut 38 in, in diame- 
ter on a %-in. bolt, it will fit imperfectly, 
be liable. to work loose. On the 
no amount of persuasion will induce a 
enter a *4-in, nut. 


and 
other hand, 
#$-in. bolt to 
It is very much to be regretted that 
this practice of using over sizes is so Common in rail- 
road shops, and some manufacturers of bolts, taps, 
etc., systematically make all screws over size. It 
may be thought, and undoubtedly is supposed, by most 
mechanics that a difference of ~,in. in the diameter 
of say a 7,-in. nut can have very little appreciable 
effect on its fit. Sir Joseph Whitworth says: ‘1 have 
made an internal gauge having a cylindrical aperture 
0.5770 in. diameter, and two external gauges or solid 
cylinders, one being 0.5769 in. and the other 0.5770 in. 
diameter, The latter is ,,} 95 of an inch larger than the 
former, and fits lightly in the internal gauge when 
both are clean and dry; while the smaller, 0.5769 in. 
gauge, is so loose in it as to appear not to fit at all.” 
We have before us an external gauge made by the 
Pratt & Whitney Company, consisting of a cylindri- 


cal steel plug which is exactly 144 in. in diam- 
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or steel ring of the same size. Another external gauge, 
which is 0.499 in, in diameter, or ;;\y9 in. smaller, fits 
into the first so loosely that ‘it shakes,” or the play 
can readily be felt by the hand. Now while it is true 
that such minute differences in size are not so easily 
perceived in screw bolts as in a simple cylindrical 
plug, yet it is true that such differences in diameters 
will prevent the two surfaces of a screw and nut from 
being in actual contact and thus making a good fit. 
Within a year the superintendent of machinery of a 
prominent railroad determined to adopt the Sellers 
system of screw-threads on the whole line of his road, 
but found that the taps and dies of the two principal 
manufacturers did not agree in size, and that neither 
of them agreed with the gauges at the Navy Yard in 
Brooklyn, although nominally they were all made of 
the Sellers or United States standard, Of course, if 
appreciable variations exist among the tools made 
with great care and skill by prominent manufactur- 
ers, it may reasonably be expected that very much 
greater variations will be found in those tools which 
are made with much less skill and very little care, 
To have nuts fit their bolts accurately, it is necessary 
not only that the diameters of the threads should be 
right, but that their forms should be alike. These pro- 
portions are very precisely specified in the Sellers sys- 
tem, and to conform to that the angles of the sides of 
the threads must stand at 60 degrees to each other, and 
at the top of the thread an amount equal to one-eighth 
of the pitch must be taken off and an equal amount 
filled in at the root. It is to be regretted that the im- 
portance of maintaining these proportions is not more 
generally appreciated. It is safe to say that many 
master mechanics regard the maintenance of such 
propositions as a refinement undeserving of their at- 
tention, and yet unless the shape of a thread corre- 
sponds with that of its nut, nothing is more certain 
than that they will not fit each other. 
It has been supposed, too, that simply by*specifying 
the number of threads to an inch, and nominally mak- 
ing taps and dies to conform to these conditions, 
uniformity in the pitch would at once be attained. 
Happily the number of threads per inch for the differ- 
ent sizes of bolts, as specified for the Sellers system of 
threads, has now been very generally adopted, but few 
mechanics realize, perhaps, how very difficult it is to 
secure precision in this respect. Not only must taps 
be made accurately, but the process of tempering in- 
troduces a varying element of disturbance which thus 
far the greatest skill of manufacturers has not been 
able to overcome. It is found, in short, that no steel 
will shrink uniformly when hardened, so that of a 
lot of taps or dies made exactly alike consider- 
able variations will exist after they are tempered, 
and it is safe to say of any lot of taps that the pitch of 
the threads will not be alike within the limits of 
measurement of even ordinary instruments. The only 
method which has thus far been available to overcome 
this inaccuracy is that of a careful inspection of taps 
after they are finished, and a rejection of all which 
vary in this respect more than a certain amount, 
It will thus be seen that the committee to whom this 
subject has been referred can do some very useful 
work if they will simply call attention to the sources 
of inaccuracy in screw-threads. At present, perhaps 
one of the greatest evils, or rather obstacles, which 
stands in the way of realizing the advantages of uni- 
formity of screw-threads is, as stated above, the use of 
odd sizes. If the committee will call attention to the 
evil of the practice, and denounce it as vigorously as 
they can, and then direct attention to the conditions 
which must be fulfilled in order that precision in the 
manufacture of screws, and the tools with which they 
are made, may be attained, they will be doing a very 
useful work. 


THE MICHIGAN CENTRAL REPORT. 


The Michigan Central long was counted not only one 
of the most profitable but of the steadiest and most 
trustworthy of American railroad properties. In 1869 
its stock was sold at 136 and above, and it did not fall 
as low as par until June, 1873. It was peculiarly a 
New England and a Massachusetts property, thrifty 
people throughout that state who had saved a few 
hundred dollars choosing that as a safe and remuner- 
ative investment, much as they do government 4s now. 
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in bankruptcy. Its course of recent years has been 
well known. It made vast expenditures for improve- 
ments and branches just at the time when construc- 
tion was dearest and got them ready just about the 
time when the growth of business and traffic was sud- 
denly arrested and the rates on freight, and especially 
on through freight, which was the only business that 
continued to grow, were forced down with extraordi- 
nary rapidity to figures never before known on rail- 
roads, and at this day unknown in any other country 


on earth A great addition to the yearly 
interest charge had then to be met from a 
traffic put slightly increased, and with rates 


greatly reduced. The larger and improved property 
burdened with an interest charge of more than $1,500,- 
000 per year returned profits very little greater than 
those of the old, unimproved property with but $250,- 
000 to pay for interest. The years of struggling that 
followed, with a large floating debt most of the time, 
stockholders have felt to their sorrow, Dividends were 
passed from 1878 until last year, 

The payment of a 2-per-cent. dividend a year ago 
and again last February has made it known that the 
company has at last reached better times. But as 
during its period of difficulties it has lost somewhat of 
the attention that was formerly given to it, we have 
thought it well to present a statement of its earnings, 
expenses and net earnings for a series of years, cover- 
ing part of the period of its prosperity and the whole 
(it is to be hoped) of its non-dividend paying period : 


Miles Gross Working Net 

worked. earnings. expenses. earnings. 
1870-71. .. 586 $5,420, 1238 $3,861,011 $1,559,112 
1871-72... . 719 6,441,413 4,447,808 1,903,610 
1872-73 708 7.3902,118 4,089,055 2,312,163 
1873-74..... 80034 7,634,082 5,520,642 2,110,440 
1874-75 , 80054 7,102,286 5,068,008 2,034,188 
1875-76 . BONN 6,850,004 4,802,902 2,048,062 
1876-77 80344 6,408,127 4,700,422 1,791,705 
1877 . BODY 6,561,455 4,508,482 2,052,053 
ree BOD 6,872,004 4,367,239 2,504,855 


The main interest, looking at it from a financial 
point of view, 1s in the last column—the net earnings. 
It here appears that the profits of the Michigan Cen- 
tral Railroad in 1878 were not only larger than the 
previous year, or in any year since 1873, but also ma- 
terially larger than in any previous year in the table, and, 
we may add, in the history of the road, while even its 
gross earnings bave never but three times been ex- 
ceeded, and then in years when the freight rates were 
from three-eighths to five-sixths higher than in 1878— 
all due toa great increase in the freight traffic, and, es- 
pecially, a great reduction in the expenses of carrying 
it. 

The variations of traffic from year to year we are not 
able to show for so long a period as that for which 
earnings and expenses are given above, for before 
June, 1875, passenger and tonnage mileage were re- 
ported only for the main line. Since that time the 
traffic and the average rates received per ton and per 
passenger per mile have been : 


Passenger 
Ton-miles Av. rate. mileage, Av. rate. 
1875-76 306,046,422 1.03 cts, 86,847,880 2.67 cts 
1876-77 ......- 473,837,807 O.880 * 03,830,515 2.16 * 
1877 ... 446,708,939 0.082 * 80,805,454 2.00 * 
1878 548,053,707 0.848 “* 70,084,072 2.41 * 


As in the previous table, the year 1877 includes five 
months which are also included in the fiscal year 
1876-77. 

The tonnage mileage given for the main line previous 
to 1875-76 and the average rate per ton per mile were 
as follows, for five years: 


‘Ton-miles Av. rate. 
ES ccsc Semenersrar ees eenenrd .. 190,606,687 1.61 et 
i871 72. .. 216,739,727 1.56 * 
1872-73 . 246,078,512 1.56“ 
DEERE” <<. s ascereboiun Gasdardaenreaa 315,401,088 1.30 * 
1874-75. Bi eg Eee eee 18,366,008 1.16 * 
We see here that (onthe main line), freight trafic 


increased 65 per cent, from 1870-71 to 1873-74, But 
from 1875-76 (on the whole system) to 1878 (an equal 
length of time) the increase was but 38 per cent. and 
two-thirds of this was in the last year. That is, the 
rate of growth in the traffic which had prevailed be- 
fore 1874 suddenly slackened thereafter until 1878, when 
a very much greater gain was made than in any pre- 
vious year. An increase in freight traffic last year has 
been quite general and usually large on the roads be- 
tween the East and the West, but few have made so 
greata gain as this of the Michigan Central, which is 


Oo 


22%, per cent, 
The passenger traffic, as elsewhere, was lighter in 
1878 than for many years, but the decrease from 1877 


was very small, and a slight advance in the average 





They usually got 10 per cent. dividends, and the prop- 
erty seemed an improving one. Traflic grew faster 
than the road provided accommodations fer it, and 
there was generally an increase in earnings and profits 
from year to year. It had a very good local traffic on 
which profitable rates could always be had, and it had 
probably a considerably larger through traffic than any 
of the other lines from Chicago to the’ Kast, 
it being the oldest road, and for years after it had ri- 
vals the best one—famous for good track and equip- 





eter, and fits perfectly into an internal gauge 


ment, safety and speed, when some of its rivals were 





rate made the passenger earnings a little larger than 
| in 1877. 

I" This road, like the Lake Shore, has a great excess of 
| east-bound over west-bound freight, and the difference 
In 1877 about 28 per cent, of the 


995 


we 


| tends to increase. 
‘tonnage-mileage was westward; in 1878 only ; per 
cent. Its expenses per unit of traffic are considerably 
| greater--0,.538 cent per ton per mile and 1.530 cents 
per passenger per mile, against 0.474 and 1.166 on the 
Lake Shore. This is largely accounted for by the 
difference in train-loads, The average freight train 
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carried 167 tons of freight, and the average passenger a repetition of such blunders impossible, but within a year 


train 48.3 passengers on the Michigan Central in 1878, 
while on the Lake Shore the averages were 207 tons 
and 58.4 passengers, But the Michigan Central gets 
better average rates, and has the larger profit per ton 
per mile, 

This Michigan Central report, like the last Lake 
Shore report, gives the traffic rates and earnings in the 
two directions separately—a very interesting addition 
to the usual information given in reports. It is re- 
markable that the Michigan Central shows a lower 
rate on through west-bound than on through east- 
bound freight—0.548 to 0,599 cent, There is a chronic 
quarrel over the shipments made from B.ffafo to Chi- 
cago and the competing points between, which forces 
the rates down to almost nothing a great part of the 
time, and the traffic between these places and not or- 
iginating at the sea-board cities (the traffic from which 
is divided with rates well maintained) is much larger 
than might be supposed—several times as large as the 
traffic from New York, Boston, etc., over these roads, 
It includes shipments from the interior of New York, 
which are considerable, but the leading article taken 
is coal, which the railroads have to take in competi- 
tion with the lake vessels, and consequently for very 
low rates, which are accepted to get loads for cars 
that would otherwise go west empty. 


Western Connections of the Grand Trunk and the 
Creat Western. 


The Grand Trunk’s relations with other roads were dis- 
cussed quite fully by Sir Henry Tyler, the President of that 
company, at the recent half-yearly meeting in London, and 
what he says is of so general interest in this country that we 
reproduce quite fully the parts of bis speech which treat 
of this subject. It appears that this company and the 
Great Western have both become restive since Mr. Van- 
derbilt secured control of the Michigan Central. 
Aside from any present actual causes of complaint- 
and Sir Henry prefers several—-this is not to be wondered at. 
No road which depends largely or chiefly on through traffic 
is likely to rest easy and see a rival secure control of the 
chief routes which contribute traffic to it. Even if it gets as 
much from them as ever before, it does not feel certain that 
this condition will continue, The Grand Trunk and the 
Great Western wish to be protected against future dangers 
as well as present disaster, And it is fair to assume that 
under no probable circumstances can they be cut off entirely 
from the great centres of traffic in the West, from which 
most of the through traffic comes, If they were cut off from 
one line, they would find or make another, They are already 
too near these traffie centres, and the Grond Trunk especial- 
ly extends too far to the east, to submit to being fenced out, 
as it were, from the fields in which they have looked for a 
large part of their support. It would certainly be a great 
waste, considering the community as a whole, to build 
any new road for the purpose of carrying the through trattic 
between the West and the East. There are already roads 
enough to carry four times as much traflic as exists, and it 
will certainly be more expensive to do the work with an 
additional road than with the present number, But the 
Canadian companies are not the whole community. 
They must look out for their own interests. The through 
traffic doubtless could be carried at less actual expense if it 
was confined to one or two of the routes, and the others were 
pulled up and got out of the way. But we do not on this 
account expect the companies owning the superfluous roads 
to abandon their property for the public good. There 
may be a way of giving the Canadian roads the facilities 
which they say they must have without putting them to the 
expense of constructing new lines, without depriving the old 
lines of any of the traffic which the new roads would get, and 
without the addition to the cost of transportation which is 
inevitable when two roads are built todo a work which 
one can perfectly accommodate, Certainly the construction 
of a new line should bea last resort. It would not only 
cause the useless sinking of millions of capital which ought 
to be employed where it would be a benefit instead of an 
injury to the community, but it would in all probability result 
in the destruction of the profits on through traffic for sev- 
eral years, or, what would be equivalent, cause a further 
long postponement of the day when it would be made profit- 
able. 

Of course the responsibility does not lie with either party 
alone. Submission to a fair agreement implies not only that 
one party shall be willing to accept, but that the other should 
be willing to offer fair terms. Some years ago it was hardly 
expected that two competing companies should agree about 
anything. If one wished to connect two parts of its system 
& hundred miles apart, it would spend five millions to build 
a new road for the purpose, though it might be directly 
alongside a road of its rival’s. It was not expected that the 
rival would grant the use of its track on anything like rea- 
sonable terms, or that the other would be willing to pay any- 

thing which would increase its rival’s profits. Both would 
suffer in consequence, and, if the circumstances enabled the 
companies te adjust their rates to their expenses, the com- 
munity using the roads might suffer more than either. 

Instances of this kind have been too numerous to mention, 
and this feeling of the impossibility of codperating with a 
rival company has been the cause of the construction of 
many thousand miles of superfluous railroad in this country, 
and of the waste of scores of millions of dollars of capital. 
We have hoped that the disasters of recent years had made 
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past there have been several movements which threatened 
the sinking of many millions at the instance of managers of 
completed railroads, who ought to be conservative by their 
position, and fully aware of the bad economy of the policy 
which they recommend, 

Sir Henry Tyler speaks as if it might be possible for the 
Grand Trunk and the Great Western to combine for the pur- 
pose of securing an independent western outlet. That would | 
be a delicate matter, and if anything of the kind is at- | 
tempted it would seem better to consolidate the roads first. | 
If that were done, the Great Western’s line to Milwaukee 
(Detroit, Grand Haven & Milwaukee) might be made to serve | 
both the Grand Trunk and the Great Western. Sir Henry | 
Tyler speaks very freely, but no very definite plan seems to | 
have been made, the most spoken of being the line from Port 
Huron to Chicago, to be made by providing a substitute for | 
the section between Flint and Lansing which Mr. Vander- | 
bilt now owns, and perhaps a new line toward the Chicago | 
end to take the place of the Fort Wayne road west of Val- 
paraiso, As both the Grand Trunk and the Great Western | 
have lines to Port Huron, this would give both an entrance | 
into Chicago, and in connection with the Detroit, Grand | 
Haven & Milwaukee it would make the shortest route from | 
Milwaukee to the East. There is not much hope of getting | 
to St. Louis and the Southwest except by means of the Wa- 
bash, which is probably ready to make any alliance that | 
will improve its position, unless it risks more by making it 
that itcan gain. A connection with Toledo might be made 
through the Flint & Pere Marquette, but it would be quite 
indirect, For the Canadian roads, however, and for the 
Grand Trunk particularly, southwestern tratflic is less desira 
ble than western, as their route from such places as St. Louis, 
Louisville and Cincinnati, to New York, or even Boston, is 
very much longer than the shortest routes, 

Considering the financial weakness of both the Canadian 
companies it seems hardly possible that either or both com- 
bined could command the capital which would be necessary 
for constructing a considerable line of road, such as one 
from Detroit or Lake Huron all the way to Chicago, especi- 
ally as it could hardly be hoped that there would be any 
direct profit on the investment for some years at least. But 
against this we must remember that the Canadian roads are 
owned by Englishmen who are accustomed to take a long 
look ahead, and if convinced that they thereby will con- 
siderably improve the value of their present properties may 
be able and willing to provide the necessary capital them- 
selves; but, further, it does not appear probable that they 
will need to construct new road for more than a small part 
of the distance from Canada to Chicago, though doubtless 
if they had a large traffic to carry they would have to re 
construct at considerable expense the old roads which would 
form parts of the line, 

At the very best, however, the investment would be un 
fortunate if contrasted with such a contract for coéperation | 
as can be imagined, by which the Michigan Central would | 
continue to be the sole Chicago connection of the two Can 
ada roads, 





Lake and Canal Competition. 


Lake and canal rates were not fairly established until 
Thursday of last week, the 8th of May, when the canal 
opened, That day the first considerable lake shipments 
were ruade, aside from those by vessels engaged before navi- 
gation opened. The vessel-owners had been holding out for 
4'¢ cents a bushel for wheat, and 4 for corn, from Chicago 
to Buffalo, which the shippers refused to pay. That day the 
Vessel-Owners’ Association reduced rates one cent a bushel, 
on promise from shippers of giving 500,000 bushels for 
cargoes at those rates immediately, and 525,000 bushels 
were engaged that day. The next day other very large ship- 
ments were made, and it is reported that for most of these a 
cut rate (2% cents a bushel for corn) was accepted. The canal 
opened the 8th, with rates quoted at 51¢ cents a bushel for 
wheat; but very soon the rates fell to 414 cents for wheat 
and 4 for corn. At these rates it costs (including elevator 
charges at Buffalo) about 7!¢ cents to send a bushel of 
corn from Chicago to New York, which is equivalent to a 
rail rate of 14 cents per 100 Ibs. The rate on wheat isa 
trifle higher (per 100 Ibs: the weight of the bushel is 60 Ibs, 
to 56 Ibs, for corn); but by far the greater part of the ship- 
ments so far have been corn. These canal rates are the 
lowest opening rates ever known, and nearly as low as the 
lowest of last season, which were in July. Lake rates, how- 
ever, were lower at this time last year and very mucl: lower 
—1% cents for wheat and 1!¢ for corn—for about six weeks 
in June and July. Should lake rates reach last year’s level 
(very likely they will not, for there is more grain at the 
lake ports to come forward), we may have the lowest grain 
rates from lake ports to the seaboard, the consequence of 
which will be that the railroads will not be able to make any 
considerable profit out of the summer traffic. There are 
times when the quicker delivery of the railroads counts 
for a good deal, but supplies at the seaboard are 
now abundant, and when not needed for immediate 
consumption, shippers sometimes prefer the slow to the | 
quick carriage, as they save storage charges during the time | 
of transit. The prospect is that the railroads will get very | 
little of the export grain at a 20-cent rate. They may pos- | 
sibly carry a good deal at a 15-cent rate, but then they will | 
not make any profit on the business, to put it mildly, The 
deliveries for interior domestic consumption, which make up 
a very respectable business, they will be able to effect, for 
the most part, at a 20-cent rate, whatever may be water 
rates; but if they export grain at 15 they will take this at 
15 also, and so lose a moderate profit for the sake of doing 
an immense business without profit. This applies only to | 





| June, 
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through all-rail shipments. The trunk lines can compete 
with the canals to better advantage. While the water rate 
from Chicago to New York is equivalent only to a 14-cent 
rate per 100 Ibs., the canal rate from Buffalo to New York is 
equivalent to a 16-cent rate, and the lake rate is more likely 
to be reduced than the canal rate. Probably a large share of 
the business will be lake-and-rail, as the railroads have their 
own propeller lines, which have been, we believe, somewhat 
strengthened during the past year, and all reports indicate 
that to these large vessels, many of which take a barge in 
tow, there is a considerable profit at current lake rates and a 
margin above expenses even at the lowest figures of 
the past two years. This seems the most rational 
way for the railroads to do a grain business at pres- 
sent, from the lake ports, at least. And in this way, keep- 
ing up through rates to a paying basis even if the result is a 
total loss of the traffic from the lake ports and the places 
near to them, something may be made on the business fur- 
ther south in the Ohio Valley, etc., which cannot cheaply 
reach the lakes. It is not rational that a low lake-and-canal 
rate should govern alike the rail rates from Chicago and 
those from St. Louis, Columbus and Cincinnati. If the rail- 
roads cannot make any profit on the grain from the more 
northerly districts, all the more should they stick to what 
they can get elsewhere. The tendency seems to be to move 
all North America to the shores of Lake Michigan, so far as 
rates are concerned; and if the railroads insist on carrying 


| lake freights whether there is a profit in them or not, then 
| probably this result is inevitable. 


A little more attention 
to the profits of the business and less to its bulk would seem 
to be desirable. 


The Master Car-Builders’ Standard Axle. 


At the convention of the Master Car-Builders’ Association, 
which was held in Boston in 1878, what has since been known 
as ‘‘ the Master Car-Builders’ standard ” for car-axles was r c- 
ommended by a resolution of the Association, In 1875 the sub- 
ject was presented at the convention of the Master Mechan- 
ics’ Association at their mecting in New York. 

After a general discussion, the resolution recommending 
that standard failed to receive a majority of the votes of 
that Association. Last year the subject was brought up 
again; a committee was appointed to confer with the Master 
Car-Builders to effect, if possible, an agreement. A similar 
committee was appointed by the Car-Builders’ Association. 
These two committees held a meeting in New York on the 12th 
of April, the results of which are given in the reports of the 
Committee to the Master Mechanics’ Association which are 
printed on another page. A telegram has also announced 
the fact that the Master Mechanics’ Association 
adopted the Master Car-Builders’ standard axle by 
a decided majority. There very little doubt 
but that the car-builders will confirm this action in 
that the Master Car Builders’ standard axle 
will then have all the weight of authority which these 
two associations can give it after the most careful delibera- 
tion by the one Association, and full consideratitn and recon 
sideration by the other. As this axle has been steadily gain- 
ing ground ever since it was first recommended, and as many 
opposed to its use have been led to favor it, there isnow good 
reason for thinking that it will rapidly be adopted for alarge 
proportion of the new cars and locomotive tenders here- 
after constructed. 


has 
seems 
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Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Atchison, Topeka & Santa Fe.—The track on the New 
Mexico Extension has been laid from Otero, N. M., south 
by west to Cimarron Crossing, 37 miles. 

‘Baltimore & Hanover.—Extended southward to Hemp- 
stead, Md., 4 miles, 

Port Huron & Northwestern.—First track laid from Port 
Huron, Mich., north by west to Davisville, 24 miles. It is of 
8 ft. gauge. 

Central Branch, Union Pacific.—Extended from Beloit, 
Kan., westward to Cawker City, 20 miles. 

This isa total of 85 miles of new railroad, making 493 
miles reported thus far this year in the United States, 
against 8312 miles for the corresponding period in 1878, 
and 354 miles in 1877. 


ZAST-BouND Rates there seems to be little present hope 
for. The Pennsylvania Company announces that it found 
some parties to the recent negotiations for maintaining rates 
busily engaged in making long contracts at a cut rate, where- 
upon it formally announced that it withdrew from the 
agreement, and is now, with the rest of the roads, busily 
engaged in getting all it can at the best rates it can 
command, which are probably fifteen cents per 100 
lbs. from Chicago to New York. This will perhaps 
pay the expenses of operation on the roads most fa- 
vorably situated, but it leaves the local and the passenger 
traffic to pay all the interest on the capital invested, 


and injures very materially the prospect for divi- 
|dends. Indeed, if these rates continue until naviga- 
tion closes—and it is quite possible thet they may, es- 


pecially if the harvest turns out indifferently—it is not easy 
to see how some of the weaker roads across Ohio, Indiana 
and Illinois, which have to carry most of their traffic at 
through rates, can earn the interest on their bonds, A °15- 
cent rate will certainly bring several roads to bankruptcy if 
it only lasts long enough. 


AMERICAN Ratt Propuction is reported, by Mr. James 
M. Swank, Secretary of the American Iron and Steel Assc- 
ciation, to have been 882,685 tons (of 2,000 Ibs.) in 1878, 
which has been equaled only in 1872 and 1873. The pro- 
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duction of steel rails was much the largest ever known, 
being 559,795 tons, or 63!¢ per cent. of the whole, and 28 
per cent. more than in 1877. There has been no interrup- 
tion to the increase in steel-rail production from the begin- 
ning. Pennsylvania and Illinois maintain their positions 
far at the head of the rail-producing states, the former 
yielding 46 per cent., and the latter 22144 per cent. of the 
whole in 1878, while Ohio comes third, after a wide interval, 
with a little less than 10 per cent. The greatest gain since 
1877 is made by Illinois—about 76,000 tons, or 63 per 
cent. Pennsylvania’s gain was 58,000 tons, or 16%, per 
cent.; New York, 20,000 tons, or 60 per cent. Missouri vir- 
tually retired from the rail-producing business in 1878 (due 
to the closing, doubtless temporary, of the Vulcan Works), 
having turned out but 362 tons, against 31,289 in 1877. 


THE Master MECHANICS’ ASSOCIATION is holding its an- 
nual convention in Cincinnati as we write, beginning its 
session on Tuesday. So far we can report nothing further of 
its proceedings (except one of the committee reports) than 
the statement which comes to us by telegram that “the 
Master Car-Builders’ standard axle was adopted by a decided 
majority.” This, however, is so important information that 
it may well take the place of a fuller report. It will attract 
the more attention, we hope, because there is nothing else to 
remember, in this week’s issue, concerning the proceedings 
of the convention, 


MASTER MECHANICS’ ASSOCIATION. 


Report of Committee on Standard Car and Tender 
Axles. 





The committee appointed at the last annual meeting and 
which was instructed to confer with a similar committee ap- 
pointed by the Master Car-Builders’ Association beg leave to 
report, that some months ago they issued a circular asking 
for information in relation to this —— The replies re- 
ceived have, however, been very few in number, although 
some of them have evidently been prepared with much care. 
In these Mr. G. A. Coolidge, Superintendent of Motive 
Power of the Fitchburg Railroad says that “the Master 
Car-Builders’ standard axle has been adopted on that line as 
the standard for general use,” and that his ‘ preference is 
for tender and car axles of the size or form known 4s the 
Master Car-Builders’ standard.” 

Mr. John Hewitt, Superintendent of Motive Power and 
Machinery of the Missouri Pacific Eailroad writes that the 
standard axles in use on that road have journals 3'¢ in. 
diameter x 6!¢ in, long and “ have given satisfactory results,” 
and he therefore *‘ would not advise the company to change 
its standard.” ‘If, however,” he says, “ a new standard was 
neccessary, my experience would induce me to favor one with 
a journal preferably larger than the Master Car-Builders’ 
standard. As between the two, preference would be given 
to the Master Car-Builders’ standard.” 

Mr. Jacob Johann says that he has adopted the Master 
Car-Builders’ standard axle for tender trucks. ‘“ At the 
present time all the engines on this division are equipped 
with this axle and * * * we are entirely con- 
vinced and satisfied by general observation that the use of 
the larger axle and journal possesses the following advan- 
tages over the smaller axles previously used: greater free- 
dom from heating and consequent economy in the use of 
brass bearings, oil and waste, and having but one axle for 
all, the quantity of wheels and axles carried in stock is 
materially reduced * * * Lam strongly in favor of the 
Master Mechanics’ Association adopting the same standard 
without change as the standard tender axle. There is no rea- 
son for differing, and every reason, both as to convenience 
and economy, why the car and tender axles should be of 
the same uniform dimensions.” 

Mr. George Richards, Master Mechanic of the Boston & 
Providence Railroad, says that the Master Car-Builders’ 
standard axle has given the best results on his road, and 
that he would prefer it as a standard to any other size. 

Mr. Herbert Wallis, the Mechanical Superintendent of the 
Grand Trunk road, says: ‘‘ It would seem a pity tomake any 
further alteration in the Master Car-Builders’ standard axle, 
to do which will certainly be to deter companies in future 
from following their advice, which in many cases they have 
done for the sake of uniformity.” 

Mr. O. Chanute, Superintendent of Motive Power and 
Machinery of the New York, Lake Erie & Western Railroad, 
writes: 

‘*We have in service 475 locomotive engines. Of these 
280 have journals 3% x 6in., 171 have journals 314 x 7. 

‘We had in service, Sept. 30, 1878, 13,239 flat cars and 
107 passenger cars. Of these 20 per cent. have journals 3% 

«6; 60 per cent., 34¢ x6; 20 per cent., 344 «7. 

“The journal 344 « 7 has given the best results. Experi- 

ments made with the dynamometer indicate that trains 
fitted up with it give less traction than other journals, the 
resistance of this journal bemg from 3.06 to 3.90 Ibs 
med ton upon a level straight line at from 6 to 10 miles per 
10ur. We also find that we wear out a less number of 
brasses with this journal—3!¢ x 7—than with those of any 
other size. 
_ “The axle which we prefer is that indicated in the print 
inclosed, which is 8! in. long over all, 82 in. between col- 
lars, journals 314 x 7, wheel-seat, 4% in. diameter, and cen- 
tre of axle 3% in. diameter, with no abrupt curves, It 
yw in the rough 826 to 332 Ibs., and weighs trimmed up 
$14 Ibs.” 

[t will be noticed that Mr. Chanute does not report any 
a his road with the Master Car-Builders’ standard 
journal. 

Mr, James M. Boon, Master Mechanic of the Fort Wayne 
Railroad, writes that he would prefer an axle 83 in. Jong 
over all; 81% in. between outside collars, 7 x 314 journal, 
and 4 in. wheel fit, weighing about 280 Ibs, finished. Cars 
weighing 20,000 lbs. with these axles have been running for 
a number of years and have given good results, carrying 


80,000 Ibs. of freight, and axle breaking has been of rare | 
The axle might be improved by increasing the | 


occurrence, 
journal to 314 
of wear. 

Mr. Boon writes further: ‘“‘I am not favorably impressed 
with the Master Car-Builders’ standard, believing it to be 
heavier than necessary. The heaviest cars that I have 
knowledge of carried on four pairs of wheels, weight with 
wheels, 20,000 Ibs. ; less wheels and axles, 14,680 Ibs. ; 
weight with load, 44,680 lbs.; this would give on each 3% 
in. Jounal 5,585 lbs, The breaking weight of this 31-in. 
journal! is 898,000 lbs., leaving a margin between the load 
and breaking weight of 329,415 lbs.* Same with the 4-in. 
wheel-fit, the weight being about the same as on the 
journal, 5,585 Ibs.,.* breaking weight being 600,000 Ibs. 


* This is apparently an error. Probably the decimal point has 
been placed wrong, making the amount ten greater than it should 
e. 


in. diameter, so as to secure greater amount 





| loaded car would be 37,500 Ibs., and the weight of the wheels 


| practice 20 years ago. 
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margin of 594,415 Ibs. This peggy appears to me to be 
ample and leaves margin for yet further increase of load. 
But it will be — that these axles have broken. Certainly 
they have, and I have knowledge of several axles breaking 
in six-wheel trucks which had 3% in. diameter x 8 in. long 
peg and 5 wheel-seat. Taking the average, the break- 
ng of these made a very bad record. 

ere were but thirty of them on the road—two breaking 
out of the thirty while of some 1,500 standard wrought-iron 
axles 31¢x7 in. journals in six-wheeled trucks there was 
not one broken during the whole winter. Again, the stand- 
ard axle of this road weighs 280 lbs. finished ; the Car 
Masters’, 350 ; therefore the latter axles in one car would 
weigh 300 lbs. more than the former. The Car Masters’ 
oil-boxes weigh for one car 664 Ibs., whereas those of our 
standard weigh only 400 Ibs., or a difference of 201 Ibs. in 
favor of the latter. The Car Masters’ brass weighs 10 lbs., 
our standard 9 Ibs. or 8 Ibs. per car in excess for the Car 
Masters’, or a total of 502 Ibs. in excess of weight. The 
cash value of this excess of weight is $11.39. This does not 
include the cost of changing the arch-bars, bolts, etc., 
which cost should be berm Dhis excess of weight and cf 
value for one car isa small item, but when it comes to be 
charged to the entire equipment of a road it becomes a very 
ae sum, which few if any roads would be able to ex 
pend.” 

It should be noted that Mr. Boon is in error about the 
weight of the Master Car-Builders’ standard axle. As made 
for the New York Central Railroad, it weighs finished only 
#35 Ibs., instead of 350 as given by Mr. Boon, The differ- 
ence in weight for one car between his axles and the latter 
would be 220 ]bs., and not 300, 

During the past year the chairman of the committee had 
a series of experiments made on the different divisions of 
the Lake Shore Railroad to determine the relative wear of 
brasses on axles with 31g «x 6, 8!g x Zand 8% x 7 in. jour- 
nals, The records of these experiments are submitted here- 
with and are recommended to be printed with this report. 
The results may be summarized as follows: On the Buffalo 
Division two axles with 31g. x 6 and two with 3% « 7 in. 
journals were put under two tenders. The3*, journals were 
the front and back axles of the two trucks and the small 


samen were in the two middle axles. The average 
oss of weight in the journal bearings in the large 
journals in running 11,760 miles was 14% ounces, 


and the average loss of the brass on the small journals was 
6°¢ ounces. On the other tender, on which the journals 
were arranged in the same way, the large journals each lost 
1lb. 7'¢ oz. and the small ones lost 12'¢ oz. The wear of 
journals was almost «xactly the same in each cave. On the 

estern Division of that road similar experiments showed 
an average loss in weight of two3% « 7'4 journal bearines 
of 2 Ibs. 89 oz, and an average lossof four 3!; = 74 jn. 
bearings of 1 Ib. 544 0z. Onthe Cleveland Division the av- 
erage loss in weight of the 3% brass was 37, ounces and the 
small one 4'¢ ounces in running 8,225 miles. 

Of the advantages which would result from the adoption 
of acommon standard for car and tender axles the com- 
mittee do not think it is necessary to speak, as they are suffi- 
ciently obvious, Nor is it, perhaps, so important that the 
best possible standard should be adopted as that the railroad 
companies should be led to agree on some one standard, 
It was for the purpose of bringing about agree 
ment that this committee was instructed “to confer 
with the master car-builders or any other parties.” 
A meeting was therefore called, and weld in New 
York, on April 17, There were present at that meet- 
ing Mr. F. D. Adams, the Chairman, and Mr. 8. A. Davis, 
a member of the Car-Builders’ committee, Mr. McCallum, 
the Secretary of the Eastern Railroad Association, Mr. 
Cloud, of the Pennsylvania Railroad, the Chairman, and 
Mr. Hudson of your Committee, and Mr, Forney, a mem- 
ber of both committees, 

After full discussion it was found that all present were 
agreed in recommending the present longitudinal dimensions 
of the Master Car-Builders’ standard axle. The members of 
the Master Car-Builders’ committee who were present at the 
meeting were all in favor of recommending the other dimen- 
sions of that standard. Part of your committee, however, 
were of the opinion that a smaller axle would be preferable, 
and were therefore in favor of recommending a standard of 
the same length as the Master Car-Builders’, but 14 in. smaller 
in diameter all through. As entire agreement seemed im- 
possible, the members of the Master Car-Builders’ committee 
who were present adopted the following resolution: 

** Resolved, That the members of the Committee on 
Standard Axles of the Master Car-Builders’ Association at 
the meeting held April 17 in New York recommend prefer- 
ably the adoption of the Master Car-Builders’ standard axle, 
but in emmtie Master Mechanics’ Association will not agree 
to this size, the committee will concur in recommending the 
adoption of a standard of which the longitudinal dimensions 
are the same as the Master Car-Builders’ standard and the 
diameter \¢ in. less.” 

Your committee therefore propose the adoption of the fol- 
lowing resolution by this Association : 

Reso_vep, That the American Railway Master Mechan- 
ics’ Association recommend the adoption by railroad + om- 
panies of the longitudinal dimensions of what is known as 
the Master Car-Builders’ standard axle, as a common 
standard for axles for all new or reconstructed tenders and 
cars. 

It is for this association to determine whether it would be 
wisest to recommend as a standard for axles the same 
diameters as those which the Master Car-Builders’ Associa- 
tion has adopted, or whether the diameters should be smaller 
or larger. tf it is determined to concur with the Master 
Car-Builders’ present standard, it can be done by the adop- 
tion of the above resolution after first striking out the word 
** longitudinal.” 

MINORITY REPORT ON STANDARD CAR AND TENDER AXLES. 

In addition to the report of the Committee on Standard 
Axles I desire to submit the following: }t may be safely as- 
sumed that twenty years ago, an axle with journals 3/4 in. 
in diameter and 6 in. long was regarded as the best or 
very good proportions for eight-wheeled cars weigh- 


ing about 17,500 Ibs. and intended to carry 20,000 
lbs. of load. The breaking weight for this or any 
other journal may be determined by the following 


rule; Multiply 3.1416 by 50,000, and the product by the cube 
of its radius and then divide by twice its length. Calcu- 
lated by this rule, the weight required to break a journal of 
the above size would be 56,127 lbs. The total weightof such a 


and axles would be 5,000 Ibs., so that the weight on each 
journal would be a little over 4,000 Ibs., so that the breaking 
strength of this journal would be about fourteen times that 
of its load. This, as I have stated, was considered gocd 
The bearing surface on such a jour- 





nal, measured on the diameter, would be 84 ~6=19}¢ 
square inches, so that the journal carried a little over 2CO 
Ibs. per square inch. 

At present the practice is to build cars which weigh 20,000 
Ibs, and carry 30,000 Ibs. of load. Deducting 5,500 for the 
weight of the wheels and axles, and we would have the total 
weight of 44,500 Ibs., or a little over 5,560 Ibs. on each | 
journal. If then we have the same margin of strength in 
the axles for the cars of the present day that we had twenty 
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years ago, the Paya should have a breaking strength of 
5,560 x 14 = 77, bs. <A %%¢ x Zin. journal would re- 
quire 74,014 Ibs, to break it, so that it has somewhat less 
margin of safety than the 314 x 6 in, journals had 20 yearsago 
Let us see about the surface: In the old cars, as was shown, 
there was a square inch of surface to each lbs. of load, 
so that for a load of 5,560 lbs. we ought to have 27 square 
inches of surface. A 3% x7 in, journal has only 2614 square 
inches of effective bearing surface. I am therefore of the 
opinion that for the loads which are now carried the Master 
Car-Builders’ standard journal is rather too small than too 
large, and consequently that it would be a great mistake to 
diminish it in size. 

In 1873, when the present standard was adopted by the 
Master Car-Builders’ Association in Boston, I was asked to 
state what size of journal [ thought should be adopted for a 
standard axle, I was then alone in recommending a jour- 
nal 4x Sin. I still believe that would be in every way the 
best size; but, be that as it may, it is to be 
hoped that this Association will not go backward and 
recommend a standard axle smaller than the one which 
has now’ come into considerabie use. If any change is 
made, it would seem desirable to make it in the other direc 
tion, and increase, rather than diminish, the size of the Car 
Builder’s standard. M. N. Forney. 

I concur in the above, Wm. 8. Hupson. 





Franklin Institute Standard Screw Thread. 





The Journal of the Franklin Institute for April publishes 
the folloy ing: 

We are in receipt of a letter from the Morse Twist Drill 
& Machine Company, of New Bedford, Mass., in reference 
to the standard for screw threads proposed by this Institute 
fifteen years ago, This letter we publish entire, but must 
venture some comments on that portion of it ailuding to the 
difficulties to be experienced by manufacturers in originat- 
ing their own standards. On page 247 will be found the asser- 
tion, ‘If manufacturers establish their own standard, their 
work will not interchange either with one another or with 
the government standards, by which the largest majority of 
the work has thus far been constructed.” The so-called 
government standards are the sample screws and threaded 
collars purchased by the Navy Department for certain of the 
navy yards. These were made by a Mr. Fox, and may or 
may not be correct in diameter, m angle of thread or in’ the 
width of flat top and bottom. They are said to have been 
made according to the formule prepared by Mr, William 
Sellers and adopted by the Institute. What is claimed for 
these formule is that they offer rules to guide workmen of 
ordinary intelligence to originate each for himself work that 
would interchange with the work of the makers. We do 
not think that the same accuracy of fit is required in bolts 
and nuts as is looked for in standard plugs and rings for de- 
termining size. A reasonably good fit for a bolt and its nut 
is a long way off from the fit of these standards, and yet 
answers a very good purpose. It is quite certain that inter- 
changeable* work in the line of bolts and nuts has been 
originated by manufacturers widely separated from one 
another. What we are anxious to see in relation to the new 
standard is good instruments for determining the accuracy 
of the taps in the market in the hands of the users of the 
tooly, so that they can themselves judge of the correctness of 
the work furnished to them, 

The suggestions made by Mr, Stetson in his letter in regard 
to the use of ., and a size taps is very well worthy of care- 
ful consideration. These odd sizes are used in place of the 
even inch quarters and eighths in order to take less stock off 
of certain over-size irons in the market. Thus some holt- 
makers tap one inch nuts with atap 1,), in. diameter and cut 
the bolts to fit this even size. Now, not long since Mr, 
Whitney, of Pratt & Whitney, also tap and die makers, was 
told by the manager of one of the principal railroads in New 
York State, that the saving in expense to that road in bolt- 
iron only would amount to several thousand dollars a year 
if they should be particular to buy only iron rolled to proper 
size. Rolling mills can readily furnish the sizes wanted 
when they know the need of the accuracy. We quite agree 
with Mr. Stetson that these over sizes should not be classed 
as “standard,” s. 


** New Beprorp, Mass., Feb. 10, 1879. 
** To the Committee on Publication, Franklin Institute, Phil- 
adelphia : 


‘* GENTLEMEN ; It is now the fifteenth year since the adop- 
tion of the report of your committee recommending a sys- 
tem of threads for screw work, It may be interesting to 
call attention to the subject to keep it before the public, and 
to know how its adoption is progressing. Its value can be some- 
what shown by stating that a full set of band and nut taps 
ranging from \¢ in. to 1'¢ in. of the common form and num- 
ber of threads requires 246 taps, while the same sizes by the 
Franklin Institute standard require only 48 taps. The loss 
between the systems in time and money must hold somewhat 
the same proportion, The adoption of a system of threads 
that would be interchangeable requires very accurate work, 
as the construction of common cylindrical gauges is a test of 
good workmanship, The surfaces of a 1-in, plain gauge 
however, are but about one-half as large as in a threadec 
gauge. A 1-in. plain gauge fitted toa 1-in, broad ring has three 
and a fraction square inches of besring surface. A 4 threaded 
gauge has nearly six square inches bearing surface. The 
plain gauge is readily ground after hardening ; the threaded 
gauge, though more liable to change in hardening, can only 
be readjusted by a system of grinding producing approxi- 
mate results. The contraction of taps and dies in the har- 
dening process is the most serious matter that stands in the 
way of interchangeable work, Two taps made at the same 
time and size will frequently fit quite differently after tem- 
pering. The cause can be shown by an instrument made of 
sheet steel, fitted to an accurate thread, the points being two 
inches apart and of the proper angle, It is used by placing 
the points in the thread parallel with the grooves. Few taps 
will be found perfect when subjected to this test, which 
shows their contraction. The tool would be useful to bolt 
makers, as a dull, thin or contracted die changes the lead of the 
thread and makes an element of inaccuracy difficult to contend 
with. Hardened taps cannot be gauged with accuracy, as 
their changes in hardening will not allow them to be re- 
turned to the gauge they were cut to. The best way is to 
provide a standard male gauge to inspect the work tapped by 
them. With the above facts in view it can be seen how 
much care the adoption of a standard of reference requires. 
The general government, seconding the efforts of the Frank 
lin Institute, caused to be made ten sets of standard gauges 
to be used in the several navy yards. These gauges embody 
all the principles recommended in the report of your com 
mitte, the female gauge being the proper thickness and 
form of the nut recommended, The male having the size at 
the root of thread shown by a projection of a portion of the 
point, turned to the proper diameter beyond the thread, The 
government work has been made in conformity to these 
gauges for several years since their acceptance. At the 
time the system was established, the manufacture of tap» 
and dies (for the market) was in an undeveloped state; the 
manufacturers being unable to produce work to mect the vr 
quirements of the system. At the purchase of the tool 
machinery of the New York Tap & Die Company by 
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Morse Twist Drill & Machine Company, in 1874, an effort bought the Western Extension of the Indianapolis, Bloom- 
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was made to furnish the public with tools, enabling its gen- ington & Western, have completed the organization of this 
eral adoption. Their experience in constructing gauges of | new company by electing the following directors: W. H. 


the common threads had shown them that the construction 


of a set of gauges to measurements, that would games y od 
Je 


with others constructed to a common standard, would 
very difficult, if not practically impossible. Learning of the 
sets owned by the government, they procured a full set, 


their duplicates, which being tested at the navy yards at | 


Charlestown and Brooklyn, proved to interchange satis 
factorily. Feeling that nad were now able to construct 
tools in conformity with the already recognized standards, 
they were placed upon the market. The demand has stead- 


ily increased. and several of the largest railroads are con- | 


structing their work on this principle and demanding their 
contractors to conform thereto, The larger companies are 
adhering to the standards, but there is a constant tendency 
to destroy the perfection of the system by ordering ,, and 
oy sizes. Also, frequently the number of threads is 
changed but the shape ordered retained, Such departures 
would seem to be unnecessary, and destructive to the best 
results. fron can be procured of accurate sizes when de- 
manded. Engineers and manufacturers should be sufticiently 
alive to their own interests to discountenance any unneces- 
sary deviation from the standards, 

‘To make serew work interchangeable will require care- 
ful supervision and accurate gauges. If manufacturers es- 
tablish their own standards, their work will not interchange 
either with one another or the government standards, by 
which the largest majority of the work has thus far been 
constructed, The causes that have delayed the adoption of 
the system are apparent and have been removed. Its adop- 
tion by the Navy Department, master car-builders and 
several of the larger constructors, its increased use by the 
general public give assurances that promise wll for its 
rapid onal general adoption. GEORGE R, STETSON.” 


General QRailroad “VWews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows: 
Chicago, Rock Island & Pacific, annual meeting, at the 
office in Chicago, June 4, at 11 a. m. 
Pittsburgh, Fort Wayne & Chicago, annual meeting, at 
the office in Pittsburgh, May 21, at noon, 


Railroad Conventions, 


Railroad Purehasing Agents’ Association, at the Galt 
House, Louisville, Ky., May 20. 

The Passenger Conductors’ Life Insurance Association 
will hold its eighth annual convention in Philadelphia, May 

The Master Car-Builders’ Association will hold its annual 
convention at the Grand Pacific Hotel, in Chicago, begin- 
ning on Tuesday, June 10, 

The American Society of Civil Engineers will hold its 
eleventh annual convention in Cleveland, O., beginning 
June 17, 


Dividends, 
Dividends have been declared as follows: 
Northern (New Hampshire), 24¢ per cent., semi-annual, 
payable June 2, 
Catawissa (leased to Philadelphia & Reading), 3!¢ per 
cent., semi-annual, on the preferred stock, payable May 19. 


Foreclosure Sales, 


The Galena d& Southern Wisconsin road was sold under 
foreclosure in Galena, D., May 8, and bought for $2,000 by 
James 8. Regan for a new company organized to extend the 
road. Itisof 8 ft. gauge an@extends from Galena, Lil., to 
McCormack, Wis., 40 miles; the bonded debt is reported at 
$252,000, It has not been worked for several months, 

The Puris & Danville road is to be sold June 15, under 
foreclosure of mortgage, It is 108 miles long, from Paris, 
ill., southward to Lawrenceville, and has a bonded debt of 

2,500,000, The company, we believe, owns some coal 
property also. It is sata that the Wabash Company owns a 
controlling interest in the bonds. 


Railroad Purchasing Agents’ Association. 

The Secretary, Mr, A. G. Thompson, issues the following 
notice of the coming convention: 

* The sixth annual meeting of this Association will be held 
at the Galt House, Louisville, Ky., beginning Tuesday, May 
20, at Yo’clock A, M. All railroad purchasing agents, and 
those in charge of the purchasing departments of railroads, 
are invited to attend, no other qualification being necessary 
to membership. A pleasant and profitable meeting is an- 
ticipated. It is the unanimous expression of those who have 
attended former conventions that they have been more than 
compensated for loss of time, and that their employers have 
been the gainers thereby.” 


ELECTIONS AND APPOINTMENTS, 

Ashuelot.—At the annual meeting in Keene, N. H., May 
14, the following directors were chosen: Oscar Edwards, A. 
B. Harris, D. L. Harris, E. F. Lane, F. F. Lane, James A, 
Rumrill, Tilly Haynes. The board elected A. B. Harris, 
President; F. F. Lane, Clerk; E, F. Lane, Treasurer; Seth 
Hunt, Assistant Treasurer; George E. Fink, Auditor. The 
road is leased to the Connecticut iReverComaany. 


Atchison & Nebraska,—At the annual meeting in Atchi- 
son, Kan., May 7, the following directors were chosen: 
Matthew Quigg, Atchison, Kan. ; Ira Harris, D. P. McDonald, 
Fort Scott, Kan.; James A. Beak, Thomas P. Beale, John A. 
Burnham, H, H. Hunnewell, Charles Merriam, George A. 
Shattuck, Nathamel Thayer, Jr., Charles L, Young, Boston, 


Baltimore & Hanover,.—At the annual meeting in Hamp- 
steal, Md., May 6, the following directors were chosen: 
W. Hichelberger, Wm. H. Hoffman, Stephen Keefer, L. F. 
Melsheimer, Charles W. Slagle, Wm. H. Vickery. The 
board reélected A, W. Eichelberger, President; Wm. H. 
Vickery, Vice-President; L. F, Melsheimer, Secretary; R. 
M. Wirt, Treasurer. ‘ 


Baltimore & Potomac,—My. R. H. Soule is appointed Su- 
perintendent of Motive Power, with office in OS sry He 


ae have charge of the Alexandria & Fredericksburg 
road, 


Buffalo, Chautauqua Lake d& Pittsburgh.—-The officers of 
this company, successor to the Chautauqua Lake and the 
Buffalo, Corry & Pittsburgh, are as follows: President, 
Archer N. Martin, Philadelphia; Vice-President, C. 8. Hinch- 
man, Philadelphia; Secretary and Treasurer, F. J. Kimba!l, 
eee Ly een, John L. Butman, 

ayville, N. Y.; General Freight and Tie J, W., 
Coke, Mayville, N, Y. . an Aes 


Champaign, Havana & Western,—The bondholders who 





| Smith, Luther Dearborn, Wm. C. Johns, Frederick D, Tap- 
pan, 8. H. Busey, John Welch, Jr., Sumner R. Stone. The 
board elected officers as follows: President, Sumner R. 

| Stone, New York; Vice-President, W. R. Smith, Champaign, 
Ill.; Secretary, Wm. CU. Johns, Decatur, DI. 


| Chicago & Dakota.—This company has been organized 
with the following directors: 8S. Sanborn, Thomas Wilson, 
Winona, Minn.; Marvin Hughitt, M. M. Kirkman, J. B. 
| Redfield, Chicago. The board elected Marvin 
President and Treasurer; J. B. Redfield, Vice-President; 8. 
Sanborn, Secretary; M. M. Kirkman, Assistant Secretary. 


Columbus, Jeffersonville & Cincinnati.—At a meeting of 
the board in Mount Sterling, O., May 1, Mr. 8. F. Rock, 
Chief Engineer, was chosen General Manager. Mr. Rock 
| Was for eight years on the New York & Oswego Midland, for 


nected with several narrow-gauge roads in Ohio 


Cumberland & Maurice River.—At the annual meeting in 
Bridgeton, N. J., recently, the following were ehosen: Pres- 
ident, Yeamans M, Gillingham; Directors, J. Hicks Conrad, 
Aubrey H. Gillingham, Thomas Hand, John F. Joline, Jo 
seph Parrish, Daniel Sharp. 


Dathousie Branch,—At the annual meeting in Dalhousie, 
N. B., May 6, the following directors were chosen: J. 
Cullen, H. A. Johnson, Alexander McKay, R. 
Montgomery. 


Delaware & Hudson Canal.—At the annual meeting in 
New York, May 20, the old board of managers was re- 
elected as follows ; John Jacob Astor, Legrand B. Cannon, 
James M. Halstead, Robert 8S. Hone, Robert Lenox Kennedy, 
Abiel A. Low, J. Pierpont Morgan, Levi P. Morton, James 
Roosevelt, James R. Taylor, George Cabot Ward, New 
York ; Thomas Cornell, Kingston, N. Y.; Thomas Dickson, 
Scranton, Pa. The board reélected Thomas Dickson, Presi 
dent : Robert M. Olyphant, Assistant President ; Coe F. 
Young, General Manager ; George L. Haight, Secretary ; 
James C, Hartt, Treasurer. 


Dent & Phelps.—At the annual meeting in Salem, Mo., re 
cently, the following directors were chosen: J. W. Blan 
chard, H. A. Crawford, A. H. Foote, E. L. Foote, E. B. 
Sankey. The road is leased to the St. Louis, Salem & Little 
Rock. 


Detroit, Lansing & Northern,—At the annual meeting in 
Detroit, May 14, the following directors were elected: Na 
thaniel Thayer, John A. Burnham, H. H. Hunnewell, Charles 
4. Young, Charles Merriam, Charles Francis Adams, Jr., 
Nathaniel Thayer, Jr., George W. Weld, Alpheus Hardy, 
Benjamin D. Rotch, all of Boston, 

Eastern, in New Hampshire.—At the annual meeting in 
Portsmouth, N. H., May 6, the following directors were 
chosen: Edward A. Abbott, Moody Currier, Edward L, Gid 


dings, Walter Hastings, Alfred B. Hill, Dexter Richards, 
Francis Thompson. The board elected Moody Currier, 
President; Wm. H. Hackett, Clerk; Edward A. Abbott, 


Treasurer, The only changes are the election of Mr. Hill as 
a director and Mr. Abbott as Treasurer, in place of Thomas 
J. Lee, deceased, The road is leased to the Eastern. 


Kau Claire.—The officers of this new company are : Presi 
dent, O. H. Ingram ; Vice-President. H. H. Graham ; Secre 
tary, L. KE. Latimer ; Treasurer, A. Huyssen ; Attorney, 8. 
W. McCaslin, Offices at Eau Claire, Wis. 


Elizabeth, Lexington & Big Sandy.—The Kentucky 
board of directors has reélected Thomas Bradley President. 


Evansville, Washington & Worthington.—At the annual 
meeting in Terre Haute, Ind., May 6, the following directors 
were chosen: H. Hulman, J. B. Hager, R. 8. Cox, H. D. 
Scott, D. Hitchcock, R. G. Hervey, M. H. Shryer. The 
board elected R. G, Hervey, President; D. Hitchcock, Vice 
President; H. D. Scott, Treasurer; J. B. Hager, Secretary; 
H. Graham, Assistant Secretary. The same directors and 
officers were at the same time chosen for the Chicago, Worth 
ington & Washington, 


Fond du Lae, Amboy d&: Peoria,—At the annual meeting 
in Fond du Lac, Wis., May 6, the following directors were 
chosen: E. M. Foster, Peter Heitzer, J. Kinyon, George P. 
Knowles, Alexander McDonald, M. D. Moore, Fond du Lac, 
Wis.; J. A. Barney, Mayville, Wis.; 8. V. Landt, William 
P. Wolf, Tipton, la, The board elected Alonzo Kinyon, 
President ; W. P. Wolf, Vice-President and Secretary ; E. N. 
Foster, Treasurer; G. P. Knowles, Solicitor. 


Grand Trunk.—At the half-yearly meeting in London, 
England, April 29, the three directors whose terms then ex 
peed were reélected, as follows: Sir Henry W. Tyler, Lord 

‘aude J. Hamilton, and Wm. Unwin Heygate. 

Hamilton & Northwestern,—At the annual meeting in 
Hamilton, Ont., May 6, the following directors were chosen: 
John Stuart, E. Gurney, M. Leggatt, Wm. Copp, John Proc 


tor, Wm. Hendrie, Sir Henry Tyler, Sir Charles Young, 
James W. Barclay. 


Indianapolis & Vincennes,—At the annual meeting in 
Indianapolis, May 8, the old board was reélected as follows : 
W. H. Barnes, H. H. Houston, J. N. McCullough, Thomas D. 
Messler, Geo, B, Roberts, Thomas B, Scott, Wm. Thaw. The 
road is leased to the Pennsylvania Company. 


lowa Railroad Commission, 
appointed Mr, M. C, Woodruff 
three years. 


Lake Shore & Michigan Southern Railway Mutual Life 
Insurance Association,—At the annual meeting in Cleve- 
land, O., May 6, the following were chosen: President, T. 
Lindsey ; Vice-President, E. C. Luce; Secretary and 
‘reasurer, G. W. Crossett ; Attorney and Counselor, 0. G. 
tetzendanner ; Directors, W. W. Buffum, R. A. Field, 0. 
Hayward, George Pattison, George Myers, W. L. Nutt, R. 
H, Hill, C. Close, John Townsend, C. H. Putnam, W. J. 
McKahin 


Lake Shore & Michigan Southern.—The board has re 


The Governor of Iowa has 
tailroad Commissioner for 


». 


1 
( 


Vanderbilt, New York; Vice-President, Augustus Schell, 
New York; Treasurer and Secretary, Edwin D. Worcester, 
New York; Assistant Secretary and Treasurer pro tem., N. 
Bartlett, Cleveland; Auditor, C, P. Leland, Cleveland; Gen- 
eral Manager, John Newell, Cleveland; General Superin- 
tendeut, Charles Paine, Cleveland. 








Louisiana & Missouri River. 
St. Louis, May 7, the following were chosen: President, R. 
| P. Tansey; Vice-President, Wm. King; Directors, !. P. Se- 
| bree, J. J. Mitchell, C, H. Foster, George Straut, H. V. B. 
Block, W. H. Mitchell, C. Beckwith; Secretary and Treas- 
urer, W. W. Pope. The road is leased te the Chicago & 
Alton, 


At the annual meeting in 


ger and Ticket Agent, is appointed General Freight Agent 


Hughitt, | 


two years with the Erie, and more recently has been con- | 


W. | 
Moffat, W. | 


elected all the old officers, as follows: President, William H. | 


Memphis & Little Rock.~Mr, M, 8. Jay, General Passen- | 
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also, in place of R. 8. Carnes, resigned. His title will be 
General Freight and Ticket Agent. 


Michigan Central.—At the annual meeting in Detroit, 

May 8, the following directors were reélected: Ashley Pond, 
Detroit; Anson Stager, Chicago; Wm. L. Scott. Erie, Pa. ; 
Samuel F. Barger, Augustus Schell, Wm. H. Vanderbilt, 
| Wm. K. Vanderbilt, Cornelius Vanderbilt, Edwin D. Wor 
cester, New York. The board reélected Wm. H. Vander- 
bilt President; Henry B. Ledyard, General Manager; Ed- 
| win D. Worcester, Secretary; Cornelius Vanderbilt, Treas- 
urer. 


Missouri Pacific.—Mr. F. E. Fowler has been appointed 
General Passenger Agent, to date from May 1. 


New York, Providence d& Boston.—Mr. J. A. Gardner has 
been appointed Superintendent, and G, F. Ward, Assistant 
Superintendent. 


New York Stock Exchange.—At the annual election, May 
12, the following were chosen: President, Brayton Ives; 
Chairman, James Mitchell; Vice-Chairman, William Mc- 
Clure; Treasurer, D. C. Hays; Secretary, B. O. White; 
Trustee of the Gratuity Fund, to serve five years, A. Camp- 
bell; Governing Committee, Class 2, to serve two years, 
Simeon J. Drake; Class 4, to serve four years, George H. 
3rodhead, Charles M. Stead, John Ten Brook, H. W. Per- 
kins, H. E. Alexander, Henry Graves, George W. Fuller, F. 
L. Eames, Joseph 8. Stout, E. T. Bogert. 

Northern Central.—It is Mr. R. H. Soule, not Sewell, as 
incorrectly spelled last week, who succeeds Mr. Rhodes as 
Superintendent of Motive Power, with office in Baitimore. 
Mr. Soule has been for some time in the Motive Power De- 
partment at Altoona. 


Ohio & Mississippi Railway Employés’ Benevolent Asso- 
ciation.—At the annual meeting in Flora, [ll., May 7, the 
following were chosen: President, W. H. McCormick ; 
Secretary, H. C. Barnard ; Treasurer, Andrew Donaldson ; 
Directors, G. W. Ewing, J. P. Harsha, C. M. Stanton, T. 
P. Fessenden, A. W. Kirkwood, H. G. Post, W. Hettiger, A. 
Kelly, J. W. Weller, J. F. Sechler, E. H. Loosly, E. 8. 
Duval. 


Panama.—Mr. H. A. Wood has been appointed Assistant 
Superintendent. He was formerly Resident Engineer on 
the Chicago & Canada Southern, 


Pennsylvania Railroad in Maryland.—The following offi 
cers were recently chosen: M. A. Healey, President; Henry 
Loveridge, Vice-President and Treasurer; F. Lorin, Jr., 
Secretary. 


Pittsburgh, Cincinnati & St. Louis.—Mr. Godfrey W. 
Rhodes has been appointed Superintendent of Motive Power 
of this road and its leased lines, a new office. Mr. Rhodes 
was until recently on the Northern Central. 


Pullman Southern Car Co,—At the annual meeting in 
Louisville, Ky., May 14, the following officers were elected: 
George M. Pullman, President; B. N. Welch, First Vice- 
President; W. C. Hite, Second Vice-President; A .G. Weins- 
heimer, Secretary. 


inne’s d&} Kent.—At the annual meeting recently the 
following directors were chosen: B. T. Biggs, Joseph Bring 
hurst, Wm. Crawford, Jacob Hinkley, Edward Larkins, T. 
Morris Perot, Jacob Tome. The board elected B. T. Biggs, 
President; Robert Craven, Treasurer. 


( 2p 
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Reading & Lehigh.—At the annual meeting in Reading, 
Pa., May 5, J. V. Craig was reélected President, with the 


following directors: W. B. Griesemer, Henry Bushong, 
Henry 8. Eckert, Henry A. Muhlenberg, Isaac R. Fisher, 


Cyrus G, 
Reading. 


St. Louis, Salem & Little Rock.—At the annual meeting 
in Salem, Mo., recently, the following directors were chosen: 
I. M. Orchard, Salem, Mo.: H. A. Crawford, St. Louis; A. 
L. Crawford, New Castle, Pa.; Joseph McCarter, William 
L. Scott, Erie, Pa. The board reélected A. L, Crawford, 
President; W. L. Scott, Vice-President; William Brewster, 
Secretary and Treasurer; E, L. Foote, Assistant Secretary 
and Treasurer; H. A. Crawford, E. B. 
Sankey, Superintendent. 

Selma, Rome & Dalton.—Mr. Wm, L. McGarr, for some 


time General Road-Master, has been appomted Assistant 
Superintendent also. 


Derr. The road is leased to the Philadelphia & 


Purchasing Agent; 


Shenandoah Valley.—At the anuual meeting in Winches- 
ter, Va., May 7, the following were chosen: President, Wm. 
Milnes; Vice-President, U. L. Boyce; Directors, David Bill- 
myer, A. R. Boteler, A. Boyd, H. B. Davenport, H. B. 
Hansberger, John T. Lovell, Logan Oshorne, Ww D. Smith, 
Maun Spitler, W. H. Travers; Secretary, J. T. Wright; 
Treasurer, B. K. Jamison. 


Spartanburg, Union & Columbia.—Mr. Nicholas Duls has 
been chosen Treasurer. He was recently in the office of the 
Charlotte, Columbia & Augusta. 

Terre Haute & Worthington.—At the annual meeting in 
| Terre Haute, Ind., May 6, the following directors were 
chosen: H. Hulman, J. B. Hager, R. 8. Cox, H. D. Scott, 


R. G. Hervey, D. Hitchcock, 8. H. Carnahan. The board 
elected R. G. Hervey, President; D. Hitchcock, Vice-Presi- 
dent; H. D. Scott, Treasurer; 8. H. Carnahan, Secretary ; 


H. Graham. Assistant Secretary. D. Hitchcock is Superin 
tendent and P. Campbell Assistant Superintendent of Con- 
struction, 


United States Rolling Stock Co.—Mr. A. Hegewisch, late 
General Manager, hag been chosen President, in place of 
James B. Hodgskin, deceased. Mr. Hegewisch has been with 
| the company almost from the beginning, first as Secretary, 
| and recently as General Manager has had chief direction of 
| all its ordinary business. 


| Walla Walla & Columbia River.—At the annual meeting 
| iu Walla Walla, Wash. Ter., recently, the following direc- 
| tors were chosen: J. C. Ainsworth, D. S. Baker, E. F. Baker, 
|W. S. Ladd, T. J. Peabody. The board reélected D. /S. 
| Baker President; E. F. Baker, Vice-President, Secretary and 
Treasurer. 





Ware River.—The old officers have been reélected as fol 
lows: J. A. Rumrill, President; E. W. Long, Clerk; Charles 
E. Stevens, Treasurer. The road is leased to the Boston & 
Albany. 


PERSONAL. 


Mr. Nicholas N. Fleagle, a contractor who has done 
much railroad work in Southern Pennsylvania and Mary- 
land, died of typhoid fever, May 2, at Conewago Church, 
Pa., aged 40 years. At the time of his death he had a con- 
tract on the Baltimore & Hanover road. 


Mr. Samuel Campbell, for many years Superintendent 
of the car shops of the Jackson & Sharp Company, died in 
Wilmington, Del., May 8, aged 49 years. He had been a 
car-builder nearly all his active life, having served in the 
shops of Murphy & Allison in Philadelphia, the Harlan & 
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Hollingsworth Company in Wilmington, and 8. & M. Pen- 
nock in Kennett Square, Pa., before taking his late position. 
He was a hard worker and thoroughly master of his busi- 
ness; he was also highly esteemed socially. 

—Mr. John Sealy has resigned his position as President of 























| The number of bales and percentage of the total receipts 
| for the eight months of the crop year ending May 2 (during 
| which usually nine-tenths of the crop is marketed) at each of 
| the leading markets have been, for the past two years; and 
| also exports for this crop year: 
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The proportion is about the same at other ports, 

It appears from this that the tonnage of exports to Liver- 
pool is about four times as great as to London or any other 
port, and about equal to (a trifle greater) the aggregate to 
the other six ports mentioned. 



























the Galveston, Houston & Henderson Company, in order to -—Rec'ts, 1879— —Rec'ts, 1878— —Exp'ts, 1879 . a 

devote his time to the affairs of the Gulf, Colorado & Santa fe Pz pie | Coal t ne pertinent atin tiene 

ve hic’ , aly ¢ i oa) tonnages are reported as follows for the four months 

va — adel: a ly ¢ ey haere Bales. total. Bales. total. Bales. total. | onding May 5 the ete me credited to each road being that 

—Mr, Charles P. McFadden, General Passenger Agent of | New Orleans.1,150,420 26.7 1,337,359 32.5 1,141,599 36.2) (0 Be ~ ye Bee a “ 

x | Mobi are ‘pe > + oo 39 | originating on its line, which, in some cases, is considerably 
the New Jersey Southern, bas been elected Town Commis- | Mobile....... 355,820 8.2 402,704 9.8 121,260 3.9) | han the total tecarried. For th thracite ton 

~ ae: 2 4 . tn ».735 11.8 450.453 11.0 375.837 11.9 | Je8s than the total amount carried, or the anthracite m- 

sioner of Long Branch Charleston 09,735 r ' 75,837 ror : uu 

f , . cf : ; Savannah... 692.122 16.0 572,688 13.9 448,138 14.2) nage figures we are indebted tothe Engineering and Mining 

; — oy cugaent, N “a neer, a ag yt | Galveston... 543,666 12.6 422.381 10.5 334,643 10.7. Journal, a most useful authority on the trade: 

y of apoplexy at Long Branch, +, May 15, agec New York... 148,668 3. 129,761 3.2 248.472 7.9| 4nthracite: 1879. 1878. Inc.orDec. P.c. 

years. He had done a good deal of work on local roads, | Florida...... 56,055 1. 14,138 0.8 15,858 0.5) philadelphia & Read- . 

having made the surveys for the New Egypt & Farming-| North Caro- ° ‘ ; a a | img.......ssseeee se» 2,097,142 1,007,795 I. 1,089,347 108.1 

dale. and other lines. er 133,226 3.1 138,046 3.3 65,111 2.1! No. Central. Shamo- 

’ ; e 40 Ont ‘ ~ > f . i 
2 sag st Fs Norfolk 542,973 126 484,865 11.8 120,039 6.0 kin Div.. and Sum 

—Sir Henry W. Tyler, President of the Grand Trunk, and | Other...... 189.3138 44 151,318 3.7 207,099 6.6) jit BranchR. R... 228.191 174,956 I. 53.235 304 
Sir Charles Young, who are to act, or at least make some | ee oe ns -—— | Canbury, Hasloton & : : ‘ 
investigations, for the Atlantic & Great Western security- | Total ..4,317,007 100.0 4,113,803 100.0 3,148,056 100.0 |" Wilkesbarre ...... 8,574 5,962 1. 2,612 43.5 
holders who oppose the proposed lease to the New York,| The receipts are in all cases original receipts—not included | Pennsylvania Canal ss eikeana B2448 D. 82448 100.0 
Lake Erie & Western, arrived in New York from England what may have been received at one market from one of the | Central of N. J., Le- a ee oat 2» oti a 
on Tuesday of this week. |other markets. New Orleans, for instance, receives much , Lh PS atte 4 pik . Sooo go 

a ‘ a 1a sa Ss : “ee “a 4 "Vases +e Ole the . - ony, 

—Hon. Asa Packer, President and chief owner of the Le- | cotton from Mobile and Galveston, but this having been | panne New York, 5.200 7593 D. 22d 2016 
high Valley road, is very sick at his residence in Philadel- | credited to these places when received there is not credited | pel,” Lackawanna & 
phia, and at his advanced age it is thought that his recovery | at all to New Orleans. In receipts the smaller percentages | Western, ........... 1,043,752 557,150 1, 486.602 87. 
is impossible are chiefly at New Orleans and Mobile. | Del. & Hudson Canal s aaa 1 
. - . - Co. .  Saaemens ROG .208 O70,462 1 216,776 310 

; f _ Grain Movement. | Pennsylvania CoalCo, 392.273 1686 1, BENT Lee 
TRAFFIC AND EARNINGS. Receipts and shipments of grain of all kinds at the eight | State Line & Sullivan, 16,977 10,197 1. 6,780 66.5 
leading Northwestern markets, and receipts at the seven aes se eee | ae 
. x Atlantic ports for the week ending May 8 of the past six | Total anthracite, 7,021,1€4 4,100,651) 1. 2,920,518 71.2 
Railroad Karnings. weeks have been, in bushels: | Semi bituminous: goths Bi = 
Earnings for various periods are reported as follows: ERG -Northwestern— fr | Cumberland, all lines. $15,047 347,130 I. G8817 10.8 
Four months ending April 30: Total Atlantic | a & Broal 44.616 I etd 6.2 
1879. 1878, Inc. or Dee. P.e, Receipts. Shipments By rail. Receipts. Raat’ Broad Top....... we'54? DD “Ea oy 

Atchison, Topeka & 1874 3,521,942 3,775,478 1,160,071 1,968,480 | prone & Cleartield . 400 544 cee oa ie 
Santa Fe ~BIT72.974 $945,287 TL. $827,737 87.6 | RT 2,735,207 2,540,262 1,075,243 2,174,007 | ellefonte & Snow , eg see 

Chicazo & Worth: 1876 3,055,091 4.737.824 2.202,633 $008,508 | Shoe — 10,060 | 197 19.5 
western pe" . 4,13546L 4,514,519 D. 379,058 8.4 | 1877 5.506, 103 4,521,713 1.S41,077 2 196,090 | * panwe dey dpe 7) . ee 4 

Chicago, St. Paul & IS7S . 4,834,507 4.591, 546 1,056,155 3.900,700 Total semi-bitu 
Minneapolis 318,904 283,421 1. 35483 12.5 | 1879... 4,297,006 4,558,360 2.0031 O82 4,023,207 pee es | 930.581 814.892 I. 124.680 15.3 

no pena ° 158,776 I 33.550 26.8 The Northwestern receipts this year, though considerably Bitumunous: 

Pr mae 2.9% 1731 D. 151858 49 | smaller than for the corresponding week last year, are still} Barelay,........... 125, 887 100.550 1, “528 23.4 

Great Western ..... 1.457.139 D. 170.582 10,5 | much larger than for any previous week in 1870, as the | Allegheny Region, Pa. 

Hannibal & St. Joe 618,803 I, 60,837 109 | effect of the opening of lake navigation is jusi beginning to | R. e: ; 58,800 62,783 D, 3884 62 

Illinois Central, Ili j be felt in turning shipments to the lake ports, to get the ad- | Peun and Westmore phe samen by ‘ 

“ils lines... 1,007,006 LOT7445 D. 40,409 24 | vantage of lake rates. Still, though the lakes were open ey ey RO ee 
inois Central, lowa |the whole week, the Jake shipments were comparatively | 6) Paling YP fa ry nee nv 
nove ‘sor cep A _ » | Hl k, the : nts Y | Southwest Penn. R. R, ae 0,087 1. O82 

, ines NS gia ital 3,57) 588,608, D. Ba ‘ 3a3 light—only 1,627,258 out of the 4,558,260, or 385%, per cent. le ues . ep ~ ; 

Kansas Pacific 1,164,256 926.487 I. 237,700 25.71% . } ’ ’ DY 4 | Allegheny Region, Pa. 

Mobile & Obio........ 638,020 741,862 D, 103,842 14.0 | Of the whole, while last year they were 3,535,101 bushels| RB. R vee ims 61 he 6 

St. Louis, Alton & | out of the 4,884,507, or 77 per cent. of the whole. The dif = : , - — 

Terre Haute, Belle- | ference is doubtless due to the firmness with which the ves Total bituminous — 660,085 604.266 1, 55,819 2 

ville lines........... 176,589 150,406 I, 26,183 17.3 | sel-owners endeavored to maintain rates, and it is next to| Coke; 

St. Louis, Kan, City : hi sey | impossible that the lake shipments should continue to be so | Allegheny Region, Pa, ty 

J & Ooo noe ones 1,098,806 1,047,089 TI, 51,717 4.9) small ; either the vessel-owners will accept. lower rates, or r B. BR i Waetueone, cons 

; . o err 349.566 349.770 D 0,1 | the shippers will pay what is asked and forward their grain, "> ew 27. 8RR 

Scioto Valicy......... 91.199 65.849 I. 3815 | It appears that in this first week of open navigation stocks | west Penna. RR... 3865 

Toledo, Peoria & War- | were reduced very little, receipts being nearly as great as | Southwest Penn, R.R 264,019 
saw... abuses 376,163 424,816 D. 48.653 11.5 | the shipments. Though the total shipments were not extra- | Pittsburgh Region, Pa. 

Wabash.... ...... 1,325,534 1,498,627 D. 168,093 11.3) ordinary for the season of navigation, the rail shipments| K. R.. vente 51,034 
Three months ending March 31: | were larger than ever before when the lakes were open. as . ~ ale a ye 

sie al _ x | ~ : I Total coke 300,173 30,794 I 0,370 18.0 

At., Miss. & Ohig,.... $864,147 $380,577 D. $25,430 6.5 Last year there was but one week after the opening of navi- | ’ : piake ye’ yee See , 
NOt earnings ..... -. 142,600 115,231 I. 27.369 23.8 | gation when as much as 2,000,000 were shipped by rail. The anthracite tonnage of the Belvidere Division, Penn 

> Sea = 3: 437,749 BD. 111,186 25.4 | The receipts at Atlantic ports, as usual in the first few sylvania Railroad, for the four months ending May 3 was; 

Net earnings.....-.. 115.256 151.089 D. 35.833 23.7 | Weeks after navigation opens, were smaller than before; the | in7o 1878, Inc. or Dec, P. e. 
Bur & Mo. River in . ' | difference is caused chiefly by the change of shipments des | South Amboy for ship re aes . * 

Nebraska ....... 408,135 352,375 I. 55.760 158) tined for New York to the lake, which do not arrive for | , ment . “ibutic er mes D. Mee a1 

Net earnings..... 247,632 214,527 1. 38,105 15.9 three weeks or more, This is not by any means wholly a | inom yo enecnalres 100,979 1,008 I 55,881 1053 
Cleve., Mt. Vernon ie ‘Ts a | diversion to the canal, as the largest share of the grain | Gonipany's use on N pixie ire JET a lee 

N ~. ira E — on a06 D. rr 4.0 | which the Erie and the New York Central deliver in New| 4 ee aia 20 356 28,607 1, 740 2.6 

% COLTINES, --- aa’ nie eon 1. pen 41 | York after navigation opens is received by them at Buffalo : 

Dakota Southern. 54,578 48,905 I.. 5673 11.6 if lake j P 7” = cae fied mies = te 

+ : or “ on are © ree ‘ \ + vessels, Total BH, 102 M4151 1 41.071 17.3 

Net earpings........ 25,193 27,755 =D. 2 562 9,2 | from lake vesse 1 ; , t ; 

Bea : Gre | Of the receipts at Atlantic ports for the week this year, | ’ the is year 212,402 ; were fr » Lehig’ 
ternational & Great ! u is year, Of the total this year 212,402 tons were from the Lehigh, 

a pte at 431.424 347,740 I. 83,084 24.1 | 20.6 per cent, arrived at New York, 26.4 at Philadelphia, | and 72,700 from the Wyoming Region. : 
Net earnings . 170,110 122,409 I. 45,701 36.7 | 22.7 at Baltimore, 9.5 at Boston, 9 at New Orleans, 1.4 at | Actual tonnage passing ower the Huntingdon & Broad 

ee = a epheiat poitigins oaafane , eine rod Portland, and 0.4 at Montreal. The quantity received at| ‘Top road for the four months was: 

Net earnings. .. a -~ ’ Whe 25 | New York is the smallest since the January snow blockade. | ” " : 

‘ ; : * V Is. 4 b * e. | 879), 87K, TeAKe, ¢, 
Mere Pthern not 41,122 52.623 D. 11.501 21.9 | Philadelphia’s percentage is the largest of the year, and it! Broad Top..... ........6.6. Pot Pry ws Da ras 

Net earnings........ 2028 14.387 D. 12.359 85.8 | has en “ —" a larger ae: Baltimore’s percentage | Cumberland, ....... ..++++- 214 28064 30.250 104.8 
Nash.. Chatta. & St is a Jittle below its average for the year. : —- - 

8 aS re 464,809 476,834 D. 12,025 2% San Francisco receipts for the week ending May 8 were | Total 106,502 O80 BH,012 449 

Net earnings... : 195,166 190,896 I, 4,270 2.2 | 5,045 barrels flour, 233,630 bushels of — 20,787 bushels | The distribution of Cumberland coal tonnage for the four 
St. Louis, Iron Mt. we Pa barley and 11,905 bushels other grain ; total, reducing flour | months was as follows : 

gre aga ois) 847-700 D. 9040 218 | % Wheat, 300,547 bushels, 1879. 1778. ‘Increase. P.e, 
St. Paul & Sioux ” , San F yansiene wheat exports for April and the ten months | Baltimore & Ohio R. R 282.855 272.371 10,484 O88 

City Spee 138,784 130,669 I. 8.115 6.2/0f the California crop year ending April 30 were : Chesapeake & Ohio Canal,..... 77.575 46,195 31,380 67.1) 

Net oorsines, een, 55,547 49,291 I. 6.256 12.7 ae IN78. Increase. P. ¢, | Bedford Div,, Pa, R, I 53804 26040 26,954 100.0 
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steam, 14 cents per bushel; to Bristol by steam, 15 cents; to 
Giasgow by steam, 12 cents; to Bordeaux by sail, 13 cents; 
from Baltimore to rto by sail, 16 cents; from Philadel- 
phia to Lisbon by sail, 1844 cents; from New York to Ant- 
werp by steam, 14 cents; to Bremen, 15 cents; to Ham- 
burg, 13 cents; to Comes by sail, 16 cents. Ice was 
taken from Boston for Calcutta at $6 per ton. 


Jast-Bound Freight Rates. 

A dispatch from Chicago af 14, says: ‘‘The general 
freight agents of the trun lines held a meeting here to-da 
for the purpose of raising rates on east-bound freight, but, 
as the Pennsylvania Railroad adhered to its determination 
not to enter into another agreement and its representative 
was not present, the meeting adjourned without action. 
The present rates are 15 cents on grain, and 20 cents on 
fourth-class freight to New York, but there is no pretense of 
an agreement to continue them at those figures. The de- 
mand for cars is brisk now, and rates for lake transfer are 
firm at 3 cents for corn and 8 cents for wheat to Buffalo.” 


RAILROAD LAW. 


Railway Obstructions to Highways in Ohio. 


In the Commissioners of Mahoning County against the 
Lawrence Railroad Company, the Ohio Supreme Court 
lately held as follows : 

1. The Legislature cannot create a liability for acts as ta 
which there was no liability when they were committed; 
but where a remedy exists, the Legislature may change it, 
as well as to acts theretofore as those thereafter done. 

2. The act of March 7, 1873, which provided a new reme 
dy against those who place obstructions in public highways, 
applied as well to existing obstructions as to those subse 
quently placed therein, 

8. A railroad company wrongfully laid its track in a pub- 
lic highway, and after it had continued the obstruction more 
than six years, an action was brought against it under the 
act of 1873. Held: That neither the limitation of four years 
nor that of six years, was a bar to the action, 

i, Under the act of 1873, relating to obstructions in high- 
ways, the measure of damages ordinarily is the cost of re- 
moving the obstruction and restoring the highway to its 
former condition, 

5. Where an obstruction is created jn a state or county 
road, and the corporate limits of a municipal corporation 
are extended over a part of the road so obstructed, the 
County Commissioners cannot maintain an action for the ob- 
struction of that part of the highway which is within the 
limits of the corporation, 

6. An action by the County Commissioners, brought for 
the obstruction of a county road, was pene at the time 
of the passage of the act of March 7, 1873, and on May 3, 
1878, the court, by consent of parties, made an order that 
the cause should stand as though commenced on that day. 
Held; That the action must be regarded as one prosecuted 
under the act of 1873, 

Judgment reversed and cause remanded for new trial. 
Railroad Employes’ Wages in Texas. 


The following are the provisions of the new law of Texas 
to protect mechanics, laborers and operatives on railroads 
against the failure of owners, contractors and sub-con- 
tractors or agents to pay their wages when due, and to 
provide a lien for such wages, approved Feb, 18, 1879, and 
now in force; ** All mechanics, laborers and operatives who 
may have performed labor in the construction or repair 
of any railroad, locomotive, car or other equipment 
to a railroad, or who may have performed labor in the oper- 
ating of a railroad,and to whom wages are due or owing, 
shall hereafter have a lien waged to all others upon such 
railroad and its equipments for such wages as are unpaid, 
In all suits for wages due by a railroad company for such 
labor as heretofore mentioned, upon proof being satisfac 
torily made that such labor has on performed, either at 
the instance of said company, a contractor or sub-contractor 
or agent of said company, and that such wages are due, and 


‘the lien given by this act is sought to be enforced, it shall be 


the duty of the court having jurisdiction to try the same, to 
render judgment fer the amount of wages found to be due, 
and to adjudge and order said railre and equipments, or 
so much thereof as may be necessary, to be sold to satisfy said 
judgment. In all suitsof this kind it shall not be necessary for 
plaintiff to make other lien-holders defendants thereto, but 
such lien-holders may intervene and become parties thereto 
and have their respective rights adjusted and determined by 
the court. Suits by mechanics, laborers and operatives, for 
their wages due by railroad companies, may be instituted and 
prosecuted in any county in this state where such labor was 
performed, or in which the cause of action or part thereof 
accrued, or in the county in which the principal office of 
such railroad company is situated,‘and in all such suits ser- 
vice of process may be made in the manner now required 
by law. The lien created by this act shall cease to be opera- 
tive in twelve months after the creation of the lien, if no 
steps be sooner taken to enforce it.” 


Loss. of Baggage on Connecting Road. 


In Hawley against thé Receivers of the Atlantic & Gulf 
suit was brought to recover for a trunk checked through 
from Savannah to Jacksonville, Fla., and a verdict was 
given for plaintiff. Defendants-moved for a new trial, on 
the gr ml that there was proof that the trunk had been 
safely delivered to the Jacksonville, Pensacola & Mobile at 
Live Oak, and that they were therefore released from lia- 
bility, The Court nied the motion, but plaintiff excepted 
and took an appeal to the Georgia Supreme Court, which 
now holds as follows : 

‘* If the defendant was liable under the law for the loss of 
the plaintiff's trank when applied to the facts contained in 
the record, then the verdict wasright, and the Court erred in 
granting a new trial. The two cases cited and relied on by 
the defendant, do not necessarily control the decision of the 
Court in this case, which is a suit by a passenger for the loss 
of his baggage as such passenger, for which he held the de- 
fendant’s check, which was evidence of a contract of some 
sort at least, and the jury have found under the evidence, 
that it was a contract on the part of the defendant to trans- 
port sately the plaintiff's trunk, either by itself or compe- 
tent agents, from Savannah to Jacksonville, the place of 
destination, and in our judgment that finding was in accord- 
ance with the law, There is no evidence ron 2 to show that 
the defendant offered to deliver to the plaintiff his trunk at 

Live Oak and demanded its check therefor at that place, 
which goes to show what was the construction put upon the 
contract by both parties as evidenced by the check delivered 
by the defendant's agent to the plaintiff. In view of the 
facts disclosed in the record, and of the law applicable 
thereat, the court erred in granting a new trial. 

‘Let the judgment of the Court below be reversed.” 

In : aoe on Receiver'’s Certificates after Sale of 
oad, 

In a case arising in connection with the Indianapolis, 
Bloomington & Western foreclosure, in the United States Cir- 
cuit Court in Chicago, the Court had authorized the Receiver 
to borrow money, and for it to issue certificates payable ata 
certain time with interest. Theroad was sold out under a fore- 
closwre decree, and the purchase-money paid into court, in- 
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cluding enough to meet all the certificates issued. A deed 
was executed by the master to the purchasers, and the 
property was delivered over to them by the Receiver, who 
consequently ceased to act as such. his occurred before 





the expiration of the time named in the certifi- 
|cates when they were payable. The court ruled 
that the holders of certificates having a claim upon 


the property in the possession of the court were 

obliged to tuke notice that the property was sold, and 
| that the money was paid into court for the redemption of the 
certificates as well as of the claims against the Receiver, and 
therefore the Court refused to allow interest to the holder of 
the certificates after a lapse of a reasonable time, which it 
was conceded they were entitled to have, for the presenta- 
tion of the certificates for payment. 


THE SCRAP HEAP. 


Railroad Equipment Notes. 

The Michigan Central shops at Jackson, Mich., are build- 
ing 12 new engines, and will soon begin work on six more. 
The shops now employ 472 men on full time. The paint- 
shop has been removed to the old car-shop and the room thus 

ained will be used for an enlargement of the round- 
10U8e, 

The Pennsylvania Railroad car-shops at Altoona, Pa., are 
building 20 new passenger cars anda number of freight 
cars. 

The Lehigh Valley car-shops at Packerton, Pa., are full of 
work and now employ about 500 men, the force having 
been increased lately. 

The shops of the Central Railroad of Georgia, at Savan- 


iron work for several large hydraulic cotton presses. 
Iron and Manufacturing Notes, 


The Portsmouth Lron & Steel Co., a new organization, has 
leased the Bloom Forge Lron Works at Portsmouth, O., and 
is preparing to build works for making steel by the open- 
hearth process. 

The United States Wind Engine & Pump Co., at Batavia, 
[ll., has let a contract for a new stone building, 40 by 40 
ft., to be filled with improved machinery and used exclu- 
sively for the manufacture of water tanks. 

The newly organized Consolidated Safety Valve Co., of 
Boston, Charles A. Moore, President, now owns all the 
patents for *‘ Pop” valves, and claims that its patents cover 
all valves using the recoil action of steam. 

Glamorgan Furnaces, at Lewistown, Pa., are turning out 
from 250 to 800 tons of pig iron per week. 

The blast furnace and other property of the Niagara River 
fron Co., near Buffalo, N. Y., are to be sold May 29, under 
foreclosure of mortgage. 

The Ontario Rolling Mill Co, bas taken the old Great West- 
ern Railway Rolling Mill at Hamilton, Ont., and is now 
making necessary repairs and changes. The President of 
the new company is Richard Brown, of Youngstown, O.; 
Vice-President and General Manager, 8. A. Fuller, late of 
the Cleveland (O.) Lron Co, 

The office of the Deane Steam Pump Works, John H. 
Harris, Manager, has been removed from No. 85 Liberty 
street to Nos, 92 and 94 Liberty street, New York. 

Bridge Notes. 

The Western Bridge Works, at Fort Wayne, Ind., have a 
contract fora bridge 1,400 ft. long over the Des Moines 
River, at Ottumwa, la. 

Murray, Dougall & Co., at Milton, Pa., are building a 
bridge 400 feet long, in three spans, over the Schoharie 
River, at Amsterdam, N. Y 

Proposals will be received until May 27, at the office of E. 
8. Quintard, Superintendent of the New Haven, Derby & 
Ansonia road, in New Haven, Conn., for an iron bridge over 
the Naugatuck River at Derby. The bridge is to have two 
spans, one of 97!¢, the other of 10114 ft. between centres of 
end supports. Inquiries concerning plans and specifications 
may be made of C. E, Fowler, Engineer, No. 9 City Hall, 
New Haven, Conn. 

Frogs. 

Erie engineers seem to have a fancy for queer names for 
their switching engines. One in the Susquehanna yard 
is known as “ Baby,” while another in the Rochester yard 
rejoices in the name of “ Pig.” 

A New Jersey paper reports that the brakemen on the 
Amboy Division of the Pennsylvania road have been taking 
lessons of a professor of elocution, and carry with them cer- 
tificates of their proficiency in anncuncing the hames of sta- 
tions. 


An Attack on the Train-Peddler Fiend, 

President Wm. H. Vanderbilt has issued, under date of 
May 1, the following order on the New York Central & Hud- 
son River, the Lake Shore & Michigan Southern, the Mich- 
igan Central and the Canada Southern railroads. It is di- 
rected *‘ to all conductors:” 

**On and after this date the peddling of fruit, candies and 
other miscellaneous articles by porters of drawing-room and 
sleeping-cars, or by news agents, or by any other parties, 
will not be permitted on the trains of this company. The 
selling on trains of newspapers, books and periodicals, by 
authorized news agents only, will be allowed. 

** You are hereby directed to give particular attention to 
the condition of the passenger cars, drawing-room and sleep- 
ing-cars on your trains, and to see that they are kept in as 
cleanly a condition as possible, especially the closets and 
toilet rooms. 

“You will promptly report to the division superintendent 
if the same are found in an unwholesome condition; and if 
upon a drawing-room or sleeping-car, you will report the 
naines of the conductor ead porter of such car, You are to 
consider the drawing-room and sleeping-cars, while attached 
to your trains, as particularly subject to your scrutiny; it 
is desired that they shall be kept in the most perfect order, 
and you will report anything objectionable in the deport- 
ment of the servants of the Sleeping-Car Company which 
comes to your notice.” 


Prices of Rails. 


will. Sales have been made to a fair extent, and some 
buyers have been unable to place their orders, the mills be 
ing too full of work to contract for immediate delivery. 

‘or iron rails there is an active demand, and the mills are 
filling up with orders. Prices are steady at from $34 to 336 
per ton at mill, according to section. 

Old rails are uusettled in anticipation of large lots, which 
will probably be offered soon. Sales of 5,000 tons at $22 to 
$22.50 are reported in Philadelphia. 
quoted in Pittsburgh at $24 to $25 per ton. 

In for the Western Outlet. 

The river-crossing question is the absorbing one in Detroit 
just now, and all classes of people in that thriving city take 
adeep interest in it, as is shown by the following little inci- 
dent told by the Free Press: 

‘“Atthe mouth of Justice alley, at 8 o'clock yesterday 
afternoon, were six boys whose looks and actions betrayed 





nah, besides the railroal work are making the pumps and | 


Old steel rails are | 
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that something was about to happen, and a Griswold street 
policeman halted and inquired what was in the wind. 
‘** Ver see that boy up the alley there ’? explained the 
| leader of the crowd, as he stepped forward; ‘ well, he don’t 
know whether he favors bridge or tunnel!—Vanderbilt or 
the Wabash, and we’ve given him three minutes to decide. 
| We’re in for the Wabash, we are, and we’re going to have 
a bridge, we are, and if he don’t jine with us, we’re going to 
| wollop patriotism right into him straight from the shoulder!’ 
‘*The crowd moved ahead, ready for work, and the lone 
boy tossed up his cap and called out: 
“** Hang a feller who won't go in for a Western outlet— 
} ’rah for the Wab-ash road!’ ” 
| The Worcester Excursion Car. 
A correspondent of the Northwestern Lumberman, writing 
| from Omaha, says: 
| ‘*I saw a new feature in railroading here to-day which, 
while it is not strictly in the rut of your usual line of reading 
matter, may not be uninteresting to many of your readers. 
I refer to the new excursion car ‘ City of Worcester,’ made 
by the Worcester Excursion Car Company, of Worcester, 
Mass., which is here en route for California, carrying Mr. 
Jerome Marble, of Worcester, the originator of the car, with 
| his family and a party of friends, about fifteen persons alto- 
The car is divided into three parts, the ends for 





| gether. 
| about ten feet being devoted to kitchen and pantry at one 
| end, and to closets for clothing, lavatories, etc., at the other. 

The central portion has 12 double berths built after the 
Pullman pattern, and is fitted with tables, easy chairs, etc. 
The party carries a small library, an upright piano and 
many of the usual accompaniments of a fine drawing-room, 
while suspended from the bottom of the car are bunkers for 
provisions, fuel, hunting and fishing appliances, etc. Mr. Mar- 
ble informed me that last fall he anda party of a dozen or 
or more spent several weeks on a hunting and fishing excur- 
sion along the Northern Pacific railroad, having a most ¢n- 
joyable time. The entire cost of the trip, of seven weeks 
time, and over 4,000 miles travel, including the amount paid 
to the railroad companies for hauling his car, board and liv- 
ing expenses, was only a little over $200 for each individual. 
The charge made by the railroad companies for hauling his 
car is simply their regular first-class fare for the passengers 
| occupying the car, provided it carries a minimum number 
| of twelve. 

‘*Mr, Marble gave me, as the entire cost for car expenses, 
outside the amount paid the railroad companies, including 
board and sleeping accommodations, as 57 cents per day for 
each person, Thus it will be seen that, besides having your 
house with you all the time, being freed from the unpleas- 
antness of getting up in the middle of the night to leave or 
take a train, gettmg a poor sleeping berth, or no berth at 
all, and a hundred other unpleasant features of ordinary 
railroading, a party can ieneel with one of these excursion 
cars for a large percentage less than by the usual method. 
Mr. Marble’s experience has been so satisfactory with his car 
that the Pullman company is constructing two on the same 
plans, intending to have them ready for summer travel, and 
the satisfactory results are likely to bring this method into 
extensive adoption in the near future. 

‘ Another feature, rather unexpected by most persons, 
is that the railroad companies approve of fhe adoption of 
the system, and evince an earnestness not expected to Have 
the new car pass over their lines. The ‘ City of Worcester’ 
stopped here to day until three o’clock, then was taken by 
the east going train to Council Bluffs, from which point it 
will go to Kansas City for a short stay before going west to 
the Pacific Coast.” 

The Baltimore Water-Works Tunnel. 

The great tunnel for the permanent water-works. 6% 
miles in length, is progressing rapidly toward completion 
under the direct supervision of the Chief Engineer, Robert 
K. Martin. There remains but 1,600 feet to be finished out 
of the entire length. The tunnel commences at the Great 
Gunpowder River and runs perfectly straight, with an iz 
ternal diameter of 12 feet, to Lake Montebello, the receiving 
reservoir. There are 15 shafts along the length of it, vary- 
ing from 2,000 to 83,000 feet apart and from 50 to 800 feet 
deep. One of the most difficult and successful 
@gineering feats that has been performed _ since 
the commencement of the tunnel was accomplished 
a few days ago by Mr. C. O. Swann, the Resi- 
dent Engineer. It was the union of two headings between 
shafts 3 and 4, the most of which was done by Thos. McCabe, 
contractor. Shaft No. 3 was 276 feet deep, and shaft No. 4 
800 feet, being the two deepest on the whole tunnel. The 
distance apart was 2,100 feet. The centre line was so exact 
that it struck a plumb line. In the level there was no appar- 
ent difference whatever, and measurement varied only 
one inch between the surface and the tunnel measurement. 
The entire work will be completed in about 12 months.— 
Baltimore Gazette, May 13. 

Loughridge Brake Suits. 


Yesterday I. Nevett Steele and John N. Steele, counsel for 
Henry Loughridge, entered suit against the Baltimore & 
Ohio Railroad Company in the court of Common Pleas. The 
declaration states ‘hat the plaintiff was the owner of certain 
patents for the air-brake for railroad engines and cars and 
the railroad company entered into agreement with him to 
pay him $11,753.60 for the use of the air-brake as weil as all 
future inventions purchased by said Loughridge and all his 
future inventions in improving said air-brake. ‘The said sum 
was arrived at by multiplying $8 by the number of miles of 
railroad belonging to and operated by said company. Should 
the length of line be increased the company to pay $8 for 
each mile so added, the agreement to apply only to passen 
ger cars and engines, and should the inventions of Lough- 
ridge be applied to freight cars then the plaintiff to receive 
$5 permile. The plaintiff alleges that on June 1, 1876, the 
company ones his air-brake to its freight cars on 2,0C0 
miles of road but has refused to pay the $5 per mile and the 
plaintiff claims $15,000 damages.—Baltimore Gazette, May 

0. 
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His Continuous Journey. 

Recently a man with red mud on his boots, and weariness 
all over him,’ entered a car of an incoming train a dozen 
miles from New York. When the conductor came along the 





For steel raiis prices are steady at $42 to $44 per ton at | weary man drew from his pocket the last half of an excur- 


| sion ticket between New York and a station some half- 
| dozen miles beyond where be entered the train, and on an- 
| other branch of the road over which the train had not 
| passed. The conductor quietly returned the ticket and re 
| marked, ‘t Not good,” at the same time pointing to a stipula 
| tion on the ticket, which said that in consideration of the 
| reduced rate the company would only accept the ticket for 
| ‘one continuous journey.” 

The weary man man looked inquiringly into the glare of 
| the conductor’s lantern and said: 

“Waal ?”’ 

‘* You stopped over at the last station,” exclaimed the con- 
ductor, “‘and so you are not making one continuous jour- 
ney. 

‘How do you know I ain’t ?’ wearily asked the passen- 


| ger. 
| ‘Because this tram hasn’t been on the other branch at 
aJl,” said the conductor, showing signs of impatience. 
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‘* What has this train to do with my continuous journey” 
questioned the man, also getting impatient. 

As though propounding a question that would put a stop 
to further talk, the conductor asked: 

‘Well, how could you make a continuous journey on this 
train from a place this train doesn’t go to at all?’ Adding 
that the rules of the company were peremptory. 

“T ain’t said nothing about this train,” replied the weary 
man, evidently much disgusted. ‘I footed it all the way to 
the junction, after I found the last train had gone, and got 
here just in time to hang on to this train as it was starting, 
and if that ain’t a continuous journey I'd like to know whut 
is.” 

The hilarity of the other persons in the car seemed to an- 
noy their weary fellow-traveler, and he explained, as the 
conductor passed on, that he would like to know ‘if the 
rules of the company prevented a man from walking over 
their road on an excursion ticket.”—Official Railway Bulle- 
tin. 


OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe.—Track on the New 
Mexico Extension is now laid to the crossing of the Cimar- 
ron, 37 miles south by west from the late terminus at Otero, 
N. M., and 67 miles from Trinidad, The grading is nearly 
all completed to Las Vegas, 64 miles further, and the track- 
layers are at work. It is expected that the operating ter- 
minus will remain at Otero until trains can run through to 
Las Vegas, which place it is intended to reach early in July. 





Atchison, Topeka & Santa Fe and the Denver & 
Rio Grande.—A fuller report of the United States Su- 
preme Court decision in the Grand Cafion case shows that 
the proper construction of the act of June 8, 1872, is first 


considered. The work done by the Denver Company in 1871 
in causing a survey through the Grand Cafion and several 


miles westward before the act of 1872 is mentioned. The 
Court continues: ‘ All this was consistent with a purpose, 
upon the part of the Denver Company, to avail itself ulti- 
mately, and within the time prescribed by law, of the granted 
right of way through the Grand Cafion. Of what the com- 
pany had done, prior to the passage of the act of 1872, to- 
ward effecting the objects of its incorporation, Congress, it is 
fairly to be presumed, was not uninformed.” As to the ex- 
tent to which the rights of the Denver Company were affected 
or modified by the act of March 3, 1875, the Court says: 
‘“‘When that act was passed its ant of the right 
of way by the act of June 8, 1874, fiad not been acted 
upon as to the Grand Cafion of the Arkansas. There had 
not been on March 3, 1875, an actual location of its line 
through that defile, nor any occupancy in good faith, for the 
purpose of constructing its road. The five years originally 
given to that company within which to complete its railway 
to a point on the thio trande as far south as Santa Fe, ex- 
pire June 8, 1877. Before, however, the expiration of that 
period, the time was extended to ten years from the passage 
of the original act. Now it is solel ry reason of.such exten- 
sion that the Denver Company had the right on April 19, 
1878, to take possession of the Grand Cafion and prepare for 
the final location and construction of its road through that 
yass. When, therefore, it accepted the benefits of the act of 
March 8, 1877, it must be held to have assented to the pro- 
visions of the act of March 3, 1875. We may well presume 
that the extension of time accorded to the Denver 
Company by the act of March 8, 1877, would not have been 
given except subject. to the conditions contained in the act 
of March 8, 1875. It results from what we have said that 
the court below erred in enjoining the Denver Company 
from proceeding with the construction of its road in the 
Grand Cafion. The Denver Company should have been al- 
lowed to proceed with the construction of its road unob- 
structed by the other company. Where the Grand Cafion is 
broad enough to enable both companies to proceed without 
interference with each other in the construction of their re- 
spective roads, they should be allowed to do so. But in 
the narrow portions of the defile, where this course is im- 
practicable, the court, by sroper orders, should recognize the 
prior right of the Denver & Rio Grande Railway Company 
to construct its road. Further, if in any portion of the 
Grand Cafion it is impossible to lay down more than one 
road-bed and track, the court, while recognizing the prior 
right of the Denver Company to construct and operate that 
track for its own business, should, by proper orders, and 
upon such terms as may be just and equitable, establish and 
secure the right of the Cafion City Company to use the same 
road-bed and track, after completion, in common with the 
Denver Company.” 

Chief-Justice Waite, in dissenting from the judgment in 
the case, says: “In my opinion the grant of the right of 
way to the Denver & Rio Grande Railway Company, con- 
tained in the act of June 8, 1872, is no more than a license 
to enter upon and use such of the —_ lands of the United 
States as should be unoccupied and not a to other 
purposes when the permanent location of its road, with a 
view to actual construction should be made. I think, also, 
the Cafion City & San Juan Company made the first: perma- 
nent location with a view to actual construction through the 
pass in controversy. Consequently it secured the preference 
of routes, subject to a reasonable use of the route it occu- 
pied, if necessary, by the Denver company in common with 
itself,” 


Atlantic, Mississippi & Ohio.,—In the United States 
Circuit Court at Norfolk, Va., May 8, counsel for the Dutch 
bondholders moved that they be admitted as parties to the 
suit. Chief Justice Waite delivered an opinion adverse to 
the petitioners and stated that the original stockholders of 
the separate roads who refused to enter the consolidated 
roads together with the divisional bondholders would obtain 
all their rights by the sale of the road. Afterward a decree 
was rendered ordering the sale of the road as an entirety, 
Judge Bond presiding and Judge Hughes concurring. e 
decree allows the company until Jan. 1, 1880, to voles its 
property by paying all arrears. In case of its failure to re- 
deem, the property will then be sold after 90 days’ public 
notice. The sale, therefore, cannot take place before next 
April. 


Baltimore & Hanover.—The track is now laid to 
Hampstead, Md., 12 miles southward from the junction 
with the Bachman Valley road, The grading is nearly all 
done to the junction with the Western Maryland at Emory 
Grove, eight miles from Hampstead, and itis expected that 
the road will be finished by July 4. 


Canadian Pacific.—Dr. Tupper, a member of the Cana- 
dian Ministry. last week offered in Parliament a series of 
resolutions, on which a very warm debate is now in prog- 
ress. They provide that one hundred million acres of 
land and all the minerals they contain be appropriated for 
the purposes of constructing the Canadian Pacific Railway ; 
that the land be vested in Commissioners, to be specially 
appointed, and that the Imperial Government be represented 
on the Commission ; that all the ungranted land within 
twenty miles of the line, belonging to the Dominion, be 
vested in such Commission ; and that when the lands along 
the line are notof fair average guality for settlement a cor- 
responding quantity of lands of fair average quality shall 
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be appropriated in other parts of the country, to the extent 
in all of one hundred millions of acres ; that said Commis- 
sioners be authorized to sell, from time to time, any portion 
of said lands, at a price to be fixed by the Governor in Coun- 
cil on their recommendation, at a rate of not less than two 
dollars per acre ; and that they be required to invest the 
proceeds of such sales in Canadian government securities, 

be held exclusively for the purpose of defraying the cost 
of the construction of the road. 

That, in the existing state of things, it is desirable to com- 
bine the promotion of colonization with the construction of 
the road west of Red River. That the government be au- 
thorized and directed to locate a portion of the railroad sys- 
tem of the country from Red River, westerly, running to 
the south of Lake Manitoba with a branch to Winnipeg, and 
if they deem it advisable, to enter into a contract for ex- 
pending a sum not exceeding $100,000 in constructing the 
said railway without previously submitting the contracts to 
Parliament. That it is expedient to make further explora- 
tions in the Peace and Pine River districts, and other sec- 
tions of the country not yet examined, in order to ascertain 
the feasibility of a line through the longest extent of fertile 
territory, beginning the work of construction in British Co- 
lumbia. 

That the selection of the Burrard Inlet terminus was 

oremature; tht it is necessary to keep good faith with 

ritish Columbia and commence the construction of the 
railway in that province as early as it is practicable; that 
the government be authorized and directed to make such 
further explorations as they may deem necessary for the 
said purpose, and so soon as they have finally selected and 
located the line to enter into contracts for constructing a 

wrtion of the same, not exceeding 125 miles without the 

rther sanction of Parliament, so that the work of con- 
struction may, at latest, be commenced during the present 
season, and thereafter be vigorously prosecuted, 


Central Branch, Union Pacific.—The track on the 
extension of this road has been laid to Cawker City, Kan., 
20 miles west of the late terminus at Beloit, and 204 miles 
from Atchison. Regular trains will run to the new terminus 
about the end of this week. 


Central, of lowa.—It is stated that the committee lately 

appointed in New York has agreed with the New York and 
Boston committees on an amended plan of reorganization, 
which is to be submitted to the United States Circuit Court 
in Des Moines, Ia., for approval. The new company is to 
be called the lowa Central, and is to mortgage the property 
to an amount not exceeding $3,700,000 with interest not 
over 7 per cent. ; to issue nae 7 nese 7 per cent. stock for 
$2,000,000, second-preferred 7 per cent. stock for $2,000,000, 
and common stock for 84,000,000, It is provided that 
holders of second preferred stock shall not have the power of 
voting until interest has been paid for two successive years 
upon bonds and first stock. Holders of common stoc< are 
deprived of the power of voting until interest has been paid 
for two successive years upon the bonds and first and second 
preferred stocks, 
« Chicago & Alton.—tThe first regular passenger train for 
Kansas City by this company’s new extension, left Chicago 
on the morning of May 10, A new dining car and several 
Horton reclining-chair cars have been built especially for 
this line. 


Chicago, Burlington & Quincy.—This company is 
laying a second track on its main line from Mendota, IIl., to 
Arlington, nine miles. With the track already laid, this 
will complete a second track from Leland to Princeton, 30 
miles, and will much facilitate the movement of freight 
trains, and avoid the delays heretofore incurred at Mendota. 


Chicago & Dakota.—This compan y has been organized 
to build a railroad from Tracy, Lyon County, Minn., on the 
Winona & St. Peter, westward to the Dakota line, about 30 
miles. The capital stock is to be $300,000, It is organized 
in the Chicago & Northwestern interest. 


Chicago & Northwestern.—The Northwestern Lum 
berman says: * The little branch of the Chicago & North- 
western Railroad, extending from what is called ‘ 42’—being 
that number of miles north of Menominee, Mich.—to Quin- 
nesec, which was built last year, is one of the most profita- 
ble strips of road in the country, now that-the iron mines of 
the Quinnesec range are being so rapidly developed. It al 
ready has contracts to carry out 280,000 tons of ore this 
season. All the vad moni, ae wt. firms are going into the 
mining business, which from present indications promises 
something rich. The ore commands from 50 cents to $1 per 
ton more in Cleveland than that mined at Marquette and 
Escanaba, and to show the importance of the yield it is only 
necessary to say that the average amount annually shipped 
from the two last-named points does not exceed 750,000 
tons. The value of the Quinnesec ore lies in the fact that it 
contains fully one per cent. less phosphorus, making it the 
best in the country for Bessemer steel. The Ludington, 
Wells & Van Schaick Company have just struck one of the 
richest veins on the range, four miles from the town of 
Quinnesec, and expect to have a mine in full operation by 
September.” 


Cincinnati, Hamilton & Dayton. — Negotiations 
with the holders of Cincinnati, Hamilton & Indianapolis 
bonds have been resumed, and it is said that the questions 
at issue will be submitted to arbitration, in case of a final 
failure to agree. 


Cincinnati Southern,—The old Common Carrier Com- 
pany has protested against the proposed transfer of the lease 
of the road to the new company, and there is some talk of a 
lawsuit to prevent the change. 


Columbus, Chicago & Indiana Central, — Mr. 
Thomas D. Messler, Vice-President and Comptroller of the 
Pennsylvania Company, is reported as expressing the fol- 
lowing opinion on the recent decision in this company’s 


“If the Columbus, Chicago & Indiana Central road shall 
succeed in arranging its bonded indebtedness as indicated, 
there will be due them asa balance of guaranteed rental 
about $3,287,850. This decision further gives the Colum- 
bus, Chicago & Indiana Central road until Jan. 1, 1880, 
to arrange matters so that the first-mortgage bonds 
will be equal to a sum the interest on which will be 
the amount of guaranteed rental, or $1,107,470. This 
the Columbus, Chicago & Indiana Central have virtual] 
confessed to be an impossibility, and, in fact, it is so consic 
ered by the Pan Handle. Such being the case, the lease of 


Cincinnati & St. Louis would be entirely rescindered, and, in 
so doing, the last-named road be relieved of paying $5,537,- 
350 of rental, less the net earnings, $2,250,000. 
Jan. 1, 1880, leaves due the sum of $3,287,350, approxi- 
mately, as has been stated.” 


Columbus, Jeffersonville & Cincinnati,—The con- 
tract for 21 miles of this road, between Mt. Sterling, O., and 
Allentown, has been sub-let by the contractor, Mr. A. G. 
Hanback, and the nace be being go as fast as possible. 
The road is being located between Mt. Sterling and Colum- | 
bus, and that section will soon be put under contract. 





the Columbus, Chicago & Indiana Central by the Pittsburgh, | 
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275 


Denver & Rio Grande.—This company has opened 
subscriptions to a new loan for the pu ap building ex- 
tensions of its road from Cafion City to Leadville, 150 niles; 
from Alamosa to the San Juan mines, 210 miles, and from 
Alamosa to Albuquerque, N. M., 205 miles, 565 miles in all. 
The issue is to be $12,500 per mile, with the right to in- 
crease to $15,000 per mile; the bonds to be a first mortgage 
on the new road and a second mortgage on the 887 miles now 
in operation, They are to be issued at 90, and bear 7 per 
cent, interest. It is said that the whole amount has been 
subscribed for. 


Eastern.—The case of Dr. Charles H. Hackett, who re- 
cently recovered a verdict for $39,500 against this company 
for injuries received in an accident, is to be settled by pay- 
ment of $30,000, Dr. Hackett accepting that sum rather than 
taking the risk of a new trial. This was noted at the time as 
the heaviest judgment for personal damages ever recovered 
in Massachusetts. 


Grand Trunk.—At the half-yearly meeting in London, 
April 29, resolutions were passed approving and ratifymg 
the traffic agreement with the Michigan Air Line ; ratifying 
the lease of the Lewiston & Auburn road, and approving a 
supplementary agreement made with the Atlantic & Rt. 
Lawrence Company for the issue of new stock in place of 
bonds matured and paid. 


Harrisburg & Potomac,—lIt is reported that negotia- 
tions are in progress for the sale of this road to the Phila- 
delphia & Reading Company, and its extension to Harris- 
burg. The Reading is interested in some large iron proper- 
od in > Cumberland Valley, which may be reached by 
his road. 


_ Iinois Central.—This company’s statement of traffic 
for April is as follows : 








s 1870 1878. Decrease, P. ec. 

In Iilinois........... ..+. $391,073 $406,800 $15,727 3.9 
DROW” .taccis died 111,054 ° 127,088 «= «18084 sd22)'8 
Total... ..........$502,127 $533,728 $31.711 5.9 


During April, 1879, the land sales were 789.37 acres for 
ae and the cash collected on land contracts was $7,- 
1 83. 


Illinois Railroad Law.—Complaints for violation of 
the law by excessive charges and discrimination have been 
filed with the Illinois Railroad Commission against the Pe- 
kin, Lincoln & Decatur, the Chicago & Restivwcshurn, the 
Chicago, Burlington & Quincy, the Indianapolis & St. Louis 
and the [linois Central companies. The Chicago, Burling 
ton & Quincy has, on notice given, reduced rates on the 
New Boston Branch, where the complaint was made, 

Chicago shippers have filed complaints of extortionate 
rates and discrimination on stock business against the Lake 
Shore & Michigan Southern and the Pittsburgh, Fort Wayne, 
& Chicago. Itis thought that no action will be taken on 
most of these complaints. 


Indianapolis, Bloomington & Western.—The pur- 
chasers of the Western Extension paid the last installment 
—$140,000, of which $33,000 was in Receiver’s certificates 
and the balance in cash—May 10, and received the deed for 
the property from the United States Circuit Court. 


Indianapolis, Decatur & Springfield.—The con- 
tract for grading and masonry of the extension of 51 miles 
from Guion, Ind., to Indianapolis has been let to Lrwin & 
Heustis, of Crawfordsville, Ind. The estimated cost of 
this work is $260,000, or about $5,000 per mile. 

It is said that arrangements have been made to organize a 
company far the purpose of extending this road from De- 
catur, Iil., westward to Roodhouse to connect with the Chi- 
cago & Alton’s Kansas City line. The distance is a little 
over 80 miles, and the line would be south of the Wabash 
and nowhere very far from it. 


Indianapolis & Vincennes.—At the annual meeting 
in Indianapolis, last week, the stockholders voted to ratify 
the lease of the road tothe Pennsylvania Company for 99 
years. The lease has been in force some time. 


International.—This road, formerly the St. Francis & 
Megantic, is now completed to Lake Megantic, P. Q., 18 
miles eastward from the late terminus at Scotstown, and 
62 miles from the connection with the Grand Trunk at 
Sherbrooke. 


Kansas Pacific.—A decree of foreclosure of the second 
land-grant mortgage has been granted, It is understood, 
however, that it is obtained for the purpose of inducing bond- 
holders to accept the proposed terms of reorganization. 

It is stated that the intention of the parties controlling the 
reorganization is to merge all the company’s various forms 
of debt in one issue of consolidated bonds. Concerning this 
the American Exchange says: 

‘Mr, Jay Gould and Mr. Russell Sage are named as 
trustees, and the amount of bonds authorized to be issued is 
$30,000,000, The mortgage covers all the company’s rail- 
road, rolling stock and equipment, lands, land contracts and 
bills receivable, the sums payable by the United States to the 
company under the decision of the United States Supreme 
Court in the ‘ per cent.’ case, all extensions and Seapdines of 
the railroad ‘as may now or hereafter be authorized by law,’ 
the bonds and stocks of other companies, and additional 
equipment, purchased or guaranteed, or whose roads shall 
be leased by the company, and various securities now owned 
by the company, embracing 29,986 shares of the stock of 
the Denver Pacific Railway & Telegraph Company, $820,000 
bonds and $720,000 stock of the Junction City & Fort 
Kearney Railway Company, etc. i 

** The company has already contracted with Messrs. Sid- 
ney Dillon, Kussell Sage, ont Henry Villard for the conver- 
sion into $3,400,000 consolidated mortgage bonds of the 
following securities held by them ; $784,000 funding bonds, 
$754,000 second land-grant bonds, $75,000 Leavenworth 
Branch bonds, 67,000 unstamped income bonds, $2,611,400 
stamped income bonds, and $454,000 first mortgage bonds 
of the Arkansas Valley Railroad Company. 

‘For the conversion of the existing funded debt of the 
company it is proposed to issue $24,000,000 in @onsolidated 
mortgage homie, secured upon 673 miles of railroad and 
about 5,000,000 acres of land, and the remaining $6,000,000 
bonds are to be issued upon first-mortgage security of land, 
controlled or hereafter constructed roads, at a rate not ex 
ceeding $15,000 for each mile east of the meridian of Den 
ver, or $25,000 for each mile west thereof. 

“It is proposed to offer the new consolidated mortgage 
| bonds in exchange for the bonds secured by the existing 
| mortage of the company at the rates following: 

* First—For the 





1 

astern and Middle Division and Denver 
| Extension mortgage bonds, and the funded interest certifi- 
cates thereof, at par. 

* Second—For the funding mortgage bonds, at par, no 
allowance being made for the five interest warrants now 
overdue. 

“ Third—-For Leavenworth Branch bands and unstamped 
income bonds and Leavenworth Branch funded interest ce 
tificates, at 50 cents on the dollar, nothing being allowed for 
any arrears of interest to May 1, 1879. 
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‘ Fourth—For the stam income bonds, with all past 
due coupons annexed, at 30 cents on the dollar. 

* Filth-—For the first land-grant bonds and first land-grant 
funded interest certificates at par. 

“Sixth—fFor the second land-grant bonds, with all past | 
due coupons annexed, together with the accompanying 
second land-grant funded interest certificates, at 50 cents on 
the dollar. 

“The arrears of interest due on unpaid and unfunded 
coupons and funded interest certificate coupons and interest 
warrants are to be paid from the proceeds of the sale of $2,- 
000,000 of the new bonds. The old securities acquired in 
exchange for the consolidated -mort, » bonds are not to be 
canceled until all of them outstanding have been thus re- 
ceived by the company. The new bonds are to mature in 
1919, and are to bear interest at the rate of 6 per cent. per 
annum. 


Montgomery & Chattahoochie.-- by og re of Mont- 
gomery, Ala., believe that the purchase of the Montgomery 
& Wufaula road by the Central, of Georgia, will divert busi- 
ness from their city, and to prevent it and secure the trade 
of Southeastern Alabama, it is proposed to build a line from 
Montgomery southeast to Chattahoochie station, where con- 
nection can be made with the Jacksonville, Pensacola & 
Mobile. The distance is nearly 150 miles, and it would form 
part of a new line to Florida. It is said that most of the 
road can be very cheaply built, but it is also true that a 
large part of the country on the line would furnish very lit- 
tle local traffic, being poor and thinly inhabited. 


New Jersey Southern,—The Grand Jury of Mon- 
mouth County, N. J., has found indictments against Jay 
orosin| and others formerly officers of this 
company, the charge being fraud upon the Lehigh Car 
M snuracturing Company by inducing it to accept certain 
bonds by the representation that they were a first lien on 
the road, when they were in fact so-called consolidated 
bonds, which could only become a first lien after other en- 
cumbrances were retired or exchanged, 

On the other hand it is claimed that the contract for cars, 
under which fraud is charged, was not made by the accused, 
but by Mr. Bentley, then Superintendent of the road; that 
alterations were made which in effect made a new contract; 
that there was no fraud or misrepresentation in the case, 
the lieu and conditions of the bonds being plainly expressed 
on their face, and, finally, that a civil suit arising out of the | 
contract is pending in New York, and that the plaintiffs 
therein have procured these indictments in order to force a 
settlement in the civil suit, 


New York Central & Hudson River.—To settle the 
difficulties with the city of Rochester, N. Y., this company | 
has offered to elevate the tracks through the city, crossing 
all the streets on bridges, provided its property within the 
city cau be exempted from taxation for ten years, The taxes | 
paid now amount to about $33,000 a year. It is reported | 
that this proposal has been rejected on the ground that the | 
city has no legal authority to remit the taxes. 


New York, Lake Erie & Western.—A preliminary | 
examination has been made of a proposed extension of the | 
Bradford Branch from Gilesville, Pa., southward to the 
Philadelphia & Erie at or near Kane, The distance is about | 
12 miles, | 

The Hornellsville (N. Y.) Times says: ** A new order has 
just been issued on the Western Division of the Erie to the | 
effect that hereafter train-men will not be allowed to put in 
more than 85 days in a month; when they have put in| 
that number they shall be taken off to renal idle till the | 
beginning of the next month, and extra men shall fill | 
their places. Quite a number of engineers and firemen have 


been taken off, some of them having had in 35 days on the| M 


22d of the month; in a few cases they were taken off at Sal- | 
amanca and forced to dead-head home. Many were takeu 
by surprise at the issuing of the order and allowed it would 
never be put in force, but, imagine their greater surprise, 
when forced to vacate their position till the commencement 
of the month, In the past it has not been an unusual thing 
for men on the Western Division to put in over 50 days, and 
many are greatly dissatisfied.” 


New York, New Haven & Hartford.—This company 
is trying the experiment of tree-planting along its line. 
Georgia pine has been planted on each side of the track for 
about 2!5 miles just north of Hartford, Conn. 


North Pennsylvania and Delaware & Bound Brook 
Lease té the Reading.-—The following was issued in 
Philadelphia on the afternoon of May 14: 

“ CrrcuLar.—The Philadelphia & Reading Railroad Com- | 
pany this day 
rolling stock, real estate, property, plant and traffic of the | 
North Pennsylvania Railroad Company and the Delaware | 
& Bound Brook Railroad weve 4 

‘The General Manager, Chief Engineer, General Freight | 
Agent, Treasurer and Comptroller will at once assume | 
charge of such portions and details of the property and | 
traffic of the said two companies as pertain to their respect- | 
ive departments,” 

The terms of the leases, it is stated, are that the Reading 
is to pay interest on all funded debt, and dividends on the | 
stock, 6 per cent, for two years, 7 per cent, for two years | 
more, and 8 per cent. thereafter. The lessor companies are 
to fund their floating debts in bonds or stock as soon as pos- | 
sible. The leases are for 990 years, } 

The leases are a surprise, although it was known that the | 
Reading has been negotiating for some time for a permanent 
agreement asto New York business. By these leases it secures 
the New York line and also control of the Lehigh Valley’s | 
connection with Philadelphia, which will give it a certain ad- | 
vantage in dealing with that company, though it is not prob- | 
able that this power will be used to cut off its rival from | 
Piniade!phia business altogether. 

The North Pennsylvania owns a line from Philadelphia to | 

sothlehem, with a branch from Jenkintown to the Delaware | 
Ktiver, and several smaller branches. Its stock, in round | 
numbers, is $4,500,000, and the bonds $6,000,000, The | 
Delaware & Bound Brook has some 80 miles of road, extend- 
ing the North Pennsylvania’s Delaware River Branch to) 
Bound Brook onthe New Jersey Central, and completing | 
the New Line between New York and Philadelphia. 
It has $1,500,000 stock and $1,500,000 bonds. Neither | 
road earned 6 per cent, on its stock last year, though | 
their business is improving. The North Pennsylvania has | 
a large local tratfic, besides its share of the New York busi- 
ness, but a very considerable part of its earnings comes from 
the coal and other through traftic received from the Lehigh | 
Valley at Bethlehem, and this the lessee is not likely to cut | 
off. ‘The bargain is doubtless a good one for the stockholders 
of the leased lines, provided the Reading is able to live up to | 
its agreements, and carry the addition to its already enor- | 
mous burdens. 


Ogdensburg & Lake Champlain.—A wumber of the 
Boston stockholders desire to make a change in the manage- 
ment of this company, and have submitted a ticket to be 
voted for at the next election, for which the proxies and 
votes of stockhelders are asked. The names of the proposed 
directors are John Quincy ee Cushing, J. Ham- 
ilton Farrar, Walter L. Frost, Wm. A. Haskell, Eben B. 


Phillips and Nathaniel J. Rust, of Boston; H. W. 
Felton, of Philadelphia; Wm. J. 


Omaha, Seward & Republican Valley.—This com- 
any has been organized to build a branch from Valparaiso, 
Neb., on the Omaha & Republican Valley road, south by 
west to Seward, about 22 miles, with authority also to ex- 
tend the road from Seward southwest tosome point in the 
Republican Valley 


Philadelphia, Wilmington & Baltimore.—This 
company has asked the necessary permission to build a new 
pier 350 feet long and 100 feet wide adjoining its property 
at Canton, Baltimore, A ferry slip will be added and a 
large ferry-boat built by ‘which cars can be carried over to 
the Baltimore & Ohio wharf at Locust Point. In this way 


| the company will avoid the transfer of cars through the city 


of Baltimore. Another new pier is to be built by the com- 
pany at Canton, to accommodate the Norfolk steamers. 


THE RAILROAD GAZETTE 


Duval, 
Stuyvesant Fish and E. H. Harriman, of New York; 8S. M. 


Averill, of Ogdensburg, | 
| and D. W. Lawrence, of Malone, N. Y. 
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Receipts exceeded the disbursements by #41,252.49 in 
March; in April the disbursements were greater than the re- 
ceipts by $39,551.54, showing a surplus of receipts of $1,- 
700.95 for the two months. 


Troy & Boston.—The repair shops at Troy, N. Y., were 
burned down onthe morning of May 8, with several cars 
which were in them. The loss is estimated at $20,000, and 
is covered by insurance. It is supposed that the buildings 
were set on fire by a discharged workman. 


Uniontown & West Virginia.—Local papers state 
that the Pennsylvania Railroad Company, lessee, has decided 
not to extend this road southward as proposed, for the 
reason that it will occupy very nearly the same ground as 
the Pittsburgh, Virginia & Charleston, and the extension of 
the last-named road presents a better line. It is also said 
that the rails will be taken up from the section now in opera- 
tion, which extends from Uniontown, Pa., to Olyphant 
Furnace, about five miles. 


; | Valley, of Ohio.—It is stated that delay in the work on 
Pittsburgh, Virginia & Charleston,--This road has | this road is caused by a misunderstanding with the Cambria 
been leased by the Pennsylvania Railroad Company, which | Iron Company, which has the contract to furnish the rails. 
has always controlled it. The road extends from Pitts- | Negotiations are now in progress for a settlement of the 
burg up the Monongahela to Monongahela “od 80 miles, | trouble. 
and an extension to Brownsville is to be built, The section | J . : 
(12 miles) of the road from Port Perry to a connection with | Wabash.—In the suit of Holbrook against this omens A 
the Pittsburgh, Cincinnati & St. louis road on the South brought on the first-mortgage bonds of the Quincy & Toledo 


| deposit a sum of 


takes possession as lessees of the railroads, | ; 


side at Pittsburgh is to be used to transfer freight between 
that road and the Pennsylvania, the later having construct- 
ed a bridge and connecting track at Port Perry. The lease 
is probably made because the Pennsylvania desires to have 
full control of this transfer business. 


Port Huron & Northwestern, 
pleted to Davisville in Sanilac County, Mich., about 24 miles 
north by west from Port Huron, An excursion train ran to 
Davisville May 10, and regular trains were put on May 12. 


Poughkeepsie Grand Junction.—It is said that a 
contract to build this road has been let to Beach & Co., of 
Ballston Spa, N. Y. The road is to run from the west end 
of the Poughkeepsie bridge to Port Jervis, N. Y., there to 
connect with the Erie, and will be 51 miles long, most of it 
through a rough and hilly country. Work on the bridge it- 
self has been suspended for some time, and does not seem 


| likely to be resumed at present. 


Regulating Sleeping Car Charges.—The Ohio Senate 
has passed a bill which provides that it shall be unlawful for 


| any palace, sleeping, or any dining car company running cars 


over any of the roads in the state to charge more than the 
following rates per 300 miles or less: Single berth, chair or 
sofa, 50 cents; section, 75 cents; state room, $2, and 25 cents 
additional for each berth made up therein. The company 
are compelle 1 to keep their tickets on sale at all railroad 
stations on the line of roads on which they run cars. It also 
allows the use of the cars to first-class passengers who can- 
not yet seats in the regular passenger coaches, A penalty of 


| from $100 to $300 is imposed for violation of any portion of 


the act. It is made the duty of the Railroad Commissioner 
to prosecute when complaints are made to him. 


Richmond & Allegheny.—In addition to the pledge 
of the water and wharf rents offered by this company as 
security for the notes to be given in payment for the James 


| River & Kanawha Canal Company’s bonds, it now offers to 


money as additional security. The 
amended proposition meets with general approval from the 
bondholders. 


Rochester 
’ 


Lakeville & Almont,—This company is 
organized to 


build a narrow-gauge road from Rochester, 
fich., on the Detroit & Bay City road, north to Lakeville, 
and thence north by east to Almont. The distance is about 
17 miles. 


Shelby.—In the suit between this company and tho Louis- 
ville, Cincinnati & Lexington, the latter has moved for a dis 
solution of the injunctfons heretofore granted. The Shelby 
Company asks for delay in trying the case on the ground 
that its records were destroyed by fire some years ago, and 
the principal points in its case will have to be proved by pa- 
role evidence. 


Shenandoah Valley.—At the recent annual meeting 
the President reported that work was progressing well on 
the road, and that a contract had been made fora branch 
from Bedington to Martinsburg, There was some discus 
sion as to. the advantages of a branch from Berryville to 
Winchester, which was strongly advocated. 


Solomon.—An effort is being made to secure subscrip 
tions and town aid for the extension of this road from Min- 
neapolis, Kan,, northwest up the Solomon Valley to Beloit, 
about 80 miles. It is now in operation from Solomon City 
to Minneapolis, 23 miles, and is worked by the Kansas 
Pacific. 


Southeastern, of Canada.— Montreal dispatches report 
that Hon. Bradley Barlow, of St. Albaus, Vt., President of 
this company, has bought the entire Bolckow interest in the 
road, securing complete control. Arrangements are to be 
made at once to extend the road to the St. Lawrence at 
Longeuil, whence a steam ferry will be established to Mon- 
treal. If possible, a bridge will be built hereafter across the 
river. 

The Bolckow interest referred to consisted of a claim for 
$514,000 for rails furnished the road. Mr. Barlow is said 
also to have bought $740,000 of the company’s bonds. 


Southern Pacific, of New Mexico.—This company 
has filed articles of incorporation, its purpose being t6 build 
the section of the Southern Pacific road which will be in the 
territory of New Mexico. The incorporators are William 
Breeden and L. Spiegelberg, of Santa Fe; Charles F. 
Crocker, J. E. Foulds, R. P. Hammond, of San Francisco. 


Terre Haute & Worthington.—This company in con 
nection with the Chicago, Worthington & Washington and 
the Evansville, Washington & Worthington, which have the 
same management, bas now about 50 miles of road graded 
through Daviess, Pike and Gibson counties in Indiana, form- 
ing part of a proposed road from Evansville to Terre Haute, 
on the line of the Wabash & Erie Canal. 


Toledo, Delphos & Burlington.—The agreement of 
consolidation of the Toledo & Maumee, the Toledo, Delphos 
& Indianapolis, the Delphos, Bluffton & Frankfort and 
the Delphos & Kokomo roads has been filed with the Secre 
tary of State of Indiana, the consolidated lines to be known 
as the Toledo, Delphos & Burlington Railroad Company. 


Toledo, Peoria & Warsaw.—Receiver Hopkins re- 
ports to the Court for March and April as follows : 
Balance, March 1. . $18,173.52 
Receipts in March 141,318.54 
Receipts in April 139,148.77 


ve eeevtecseces ss G298,640.83 
. $100,066.05 
178,700.31 


Total... ; 
Disbursements in March 
Disbursements in April 


Sethe Son Hgts) —-—— 278,766.36 
Balance, April 30........ $19,874.47 


— ° | 
This road is now com- | 


| 
| 
| 
| 





Railroad before Judge Shope, of the Illinois State Court, in 
Brown County, the motion for the appointment of a re- 


|ceiver has been withdrawn, the Wabash Company having 


agreed to give bonds indemnifying the plaintiff pending the 
result of the action. 


Western Union.—The motion for an injunction and the 
appointment of a receiver in the foreclosure suit has been 
set for hearing May 20, by the United States Circuit 
Court. 


West Jersey.—Work is in progress on a branch about 
three miles long from Cape May, N. J., to Cape May Point. 
The ground is now covered by a horse railroad, The branch 
is to be finished before the season begins or this summer re- 
sort. 


Woodruff Parlor & Sleeping Car Co.—This com- 
pany has reduced the rates at the South from $2 per night, 
or from 4 p. m. to 8 a. m., to $1.50 on the Macon & Bruns- 
wick and the Jacksonville, Pensacola & Mobile, where tke 
rates were $2 before this company took charge of the Lucas 
Sleeping Car Company’s lines. Day rates have been reduced 
to $1.50 on the lines from Chicago to Indianapolis, from St. 
Louis to Indianapolis, and from Michigan City to Indianapo- 
lis. In connection with the Wagner Company, this company 
has also reduced the sleeping-car rate between St. Louis and 
New York from $6 to $5 for the trip. 


ANNUAL REPORTS. 


Delaware & Hudson Canal. 

This company owns a canal from Honesdale, Pa., to the 
Hudson River at Rondout, N. Y., 108 miles. It owns the 
Delaware & Hudson and Lackawanna & Susquehanna 
roads, from Plymouth, Pa., to Nineveh, N. Y., 58.52 miles, 
with 98,30 miles of branches and gravity roads; the Cherry 
Valley, Sharon & Albany road, 20.91 miles, and the Sche 
nectady & Duanesburg road, 13.84 miles. It leases the Al- 
bany & Susquehanna road, 142.20 miles ; the Rensselaer & 
Saratoga and branches, 182.62 miles, and the New York & 
Canada and branches, 149,91 miles, making 194.57 miles of 
road owned and 666.30 miles worked, besides the canal. It 
also owns a great coal property, its operations depending 
chiefly upon the mining and transportation of anthracite 
coal. 

The general account, condensed, is as follows: 


Stock sevens 


Funded debt... ; 
Notes payable, interest, etc 


..$20,000,000 
18,333,000 
1,277,006 


Total 
Canal mee eee er 
Raiiroad and equipment...... 
Other roads owned ae ss 
Sleeping cars, telegraph, etc 
teal estate and mine improveme 
30ats. barges and steamboats.... 
Coal on hand........... 
Advances to leased lines 
Miscellaneous assets... ‘ 
Cash and supplies.......,..... 
Profit and loss............ 





$39,610,006 


The report says: ‘‘ The finances of the company are in a 
satisfactory condition. The proceeds of the new mortgage 
loan have been applied as follows: $5,000,000, by its terms, 
secures the loan of 1884; $2,450,000 have been negotiated, 
and $2,550,000 are still held by the company. This loan 
was created to retire maturing bonds, as well as to pay off the 
floating debt, and it is proper to state that the liabilities of 
the company have been increased to the extent of $865,000 
only since December 31, 1876. The debit to general profit 
and loss account has been increased by losses and shrink 
ages. 

The statement for the leased lines is as follows : 

1877. Inc. or Dec. P. e. 
$2,835,020 D. $5.4 

1,734,167 D. BE 
$1,100,853 {. $110,073 

1,628,105 I 81,383 5.0 


29,552 D. $28,690 5.4 


1878. 
$2,829,570 


"1.618.644 





Gross earnings....... 
Expenses....... ....-. 


Net earnings..... $1,210,926 
Interest, rentals, etc, 1,709,488 









Loss to lessee $498,562 $ 

The report says that the leased lines are in an improved 
condition. A large increase of business is expected for the 
Albany & Susquehanna when the Boston, Hoossac Tunnel & 
Western is completed, making the road a link in a New Eng 
land line for the Erie. 

The profit and loss account for the past two years is as fol 
lows, somewhat condensed : 


1878 1877. Inc. or Dee. 

ES ge a $5,229,266 $4,638,872 I. $590,394 

IE SUE id xd vA nb 00.00 39,099 44,314 D. 5,215 
Net earnings of railroad in 

Pennsylvania.... ......... 398,219 248,274 149,945 


Interest on investments.... 341,781 284411 


I 

I, 
28,900 I. 

I 












Miscellaneous profits....... 80,149 
Coal on band Dee. 31.... 672,784 341,036 
Reyer oe $6,761,296 $5,505,707 1. i) 
Coal on hand Jan, 1... 341,037 698,759 D. Ayr 
ee ree . 2,264,227 2,077,370 I. 186,857 
Transportation, freight, ca 
Se SUN ici pedinntehce ..-- 1,570,185 1,384,057 IL 186,128 
ght paid other lines.... 397,038 422,746 D., 25,708 
Taxes and miscellaneous... 406,882 I 9,49 
ONO obi. cd sect es ve 1,340,956 1,1 i 183,605 
Loss on leased lines......... 498,562 , D. 106,804 
cna co ciikennaced $6,818,887 $6,743,039 I, $75,848 
Debit balance......... $57,591 $1,147,332 D. $1,089,741 
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President Dickson’s report says: ‘‘ It shows a profit on the 
business of the company proper of $440,971, and a loss on 
the leased lines of #498,562, ade dF. a net deficit of $57,591. 
This result, less favorable than was reasonably anticipated 
is chiefly due to the unsatisfactory manner in which the coal 
tonnage was managed by the recent association of the coal 
companies under their arrangement of January, 1878.” 

He recites briefly the history of the combination, and con- 
siders the increase of allotments at the close of the year a 
great mistake, flooding the market and reducing prices. tle 
believes that if the terms of the agreement had been firmly 
carried out, the business would now be ona sound basis, with 
prices satisfactory to all. Coal cannot be forced upon the 
market in excess of demand, and a production greater than 
the limit of consumption is simply waste. A reasonable 
quantity mined will have a greater money value than an ex- 
cessive amount, 


Grand Trunk. 


The latest report of this company is for the half-year end- 
ing Dec. 31, 1878, and covers the whole system of 1,3901¢ 
miles worked, comparisons being made with the correspond- 
ing half of 1877. 

Charges against capital account for the half-year were 
£38,626, but the nominal increase of capital was only £13,- 
oe, 

The receipts from the International Bridge, being interest 
on capital invested in that work, have heretofore been in- 
cluded in gross earnings, but are now made a separate credit 
to net earnings. 

The earnings and expenses for the half-year were as fol- 
OWS: 





1878. 1877. Inc. or Dee. P.c. 

Gross receipts.... . ....£925,585 £1,035,695 D. £110,110 10.6 
Discount on American 

eurrency. ale tea 1,551 10,435 D. 8.884 85.4 


£024,034 


708,757 


£1,025,260 D. £101,226 9.9 
769,160 D, 60,403 7.9 


Balanee 
Working expenses. . 





£215,277 


Net earnings.... ’ 
10,099 


£256,100 D, £40,823 15.9 
International Bridge.... 13 6cdemeeer. Es 10,099 


D. £30,724 


eee £295,376 £256,100 12.0 
Postal and military bonds 

not retired............. 626 16,659 D. 16,033 96.2 

Net balance....... £224,750 £230,441 D. £14,691 6.6 

Per cent, of exps....... 76.70 75.02 1. 1.68 2.2 


The gross earnings, reduced to American currency, were 
$3,235, and the net earnings $1,184 per mile. Receipts in 
American currency were $3,402,118, of which $923,943 
were converted into gold at an average of 100%, against 
104, in 1877. This loss will now disappear. Passenger re- 
ceipts were substantially unchanged, but there wasa consid- 
erable loss in freight. The expenses were divided as fol- 


lows: 
———t— 1 
Amount Perect. Amount. Per ct. 
Maintenance of road and 
equipment........ ... .... £301,362 32.61 £303,219 20,57 
Working the road.......... 407,392 465,988 45.45 


44.09 





£769,157 = 75.02 

Maintenance expenses were increased by heavy freshets, 
by deep snow and by ballasting the Riviere du, Loup sec- 
tion. The traffic was as follows: 

1878 

Passengers carried... 1,129,892 
Tons freight carried. 1,146,387 
Tonnage mileage. ...394,587,991 
Av. receipt per pas- 


OME 0! 53s ecevenabe kos £708,754 76.70 


1877. Inc. or Dec. = P.e. 
1,149,376 D. 19,484 1. 
1,231,897 D. 85,510 6.9 

435,433,534 D,.40,845,545 9.2 


~ 


senger are 5s. 14d. I. Os. 1d. 1.6 
Av. receipt per ton.. 10s, 24d. 11s, 3d. D. 1s. O%4d. 9.4 
Av. rate per ton per 

er ; 0.75 et. 


The income account for the balf-year was as follows: 


NE oc cou Ken .00 Guna oo0e.ge Renan aetme eee .. £224,750 
Interest on loans ribet sees SERS 1,457 
Ne Re rere oe 2,398 
Total er uhebet aaaelie an oss .. £228,605 
Interest on lands, Montreal Seminary and Is 
land Pond debentures... PO ee Peer 
Interest on bonds and debenture stock... .--- 95,1562 
Rentals and interest, leased lines....... ... 109,174 


211,215 
F £17,390 

From this balance a dividend on the first preferred stock 
was paid, absorbing £16,091, and leaving £1,299 to account 
of current half-year. 

The report says: ‘ Under the provisions of the lease of 
the Atlantic & St. Lawrence Railroad, the Grand Trunk 
Company are entitled to be paid in shares of the capital 
stock of the former company for additions to or improve- 
ments made upon the line of the Atlantic & St. Lawrence 
Company; and the Grand Trunk Company have accordingly 
received at various times since the modifications of the lease, 
sanctioned by the proprietors of the Grand Trunk Railway 
in 1862, a total amount of £437,918 for additions to the 
pores y, and improvements made up to the 31st of Decem- 
ver, 1876. On the Ist of November last 6 per cent. bonds 
amounting to £100,000 of the Atlantic & St. Lawrence 
Company fell due, and were paid on by the Grand Trunk 
Company, who received, in terms of the lease, an equal 
amount in the share capital of the Atlantic & St. Law- 
rence Company. These shares were issued partly in ex- 
change for bonds, and partly to proprietors of the Grand 
Trunk Company, to whens an ge hoa f of applying 
for them was afforded; and the annual charge being 
the same on the shares as on the bonds, the rental has not 
been increased. These arrangements have all been made in 
pursuance of agreements with the Atlantic & St. Lawrence 
Company, in terms of the original contracts made with 
them, and approved by the proprietors of the Grand Trunk 
Company, who will be asked at the approaching meeting 
formally to ratify such agreements. A traflic agreement, 
dated the Ist of November, 1878, has been entered into with 
the Michigan Air Line Railway Company, which will be sub- 
mitted to the proprietors for their approval. This railway 
extends from Ridgway, on the Detroit Branch, to Romeo in 
the state of Michigan, a distance of 14 miles, and has been | 
worked independently for some years. The proprietors will | 
also be asked formally to ratify an agreement for leasing the 
Lewiston & Auburn Railroad, dated 25th of March, 1874, 
This line extends from a point near Danville Junction to the 
cities of Lewiston and Auburn, in the state of Maine, a dis- | 
tance of 5'4 miles.” 

Appended to the report is a long memorandum in answer | 
to certain criticisms made on the motive-power expenses of,| 


the road. | 


Balance, Jan. 1, 1879 








ITHE RAILROAD GAZETTE. 


The road worked remains unchanged, and is as follows : 
Main Line, Detroit to Chicago, including 14 miles used 





jointly with the Illinois Central.... .............. .. 284.00 
PEED 6s. cnne nocd ivatieee biMenddhdeGiaweacdes ened cgsededs 103.60 
PD Re a ern pana wstleses 5. 
Grand River Valley Division. ...................cceeeeeeeees 4 


Jackson, Lansing & Saginaw Division 
Kalamazoo & South Haven Division 
Niles & South Bend Division... 


Total 3.72 | 


The Main Line has 77.883 miles of second track and the 
Air Line is practically a second track to the Main Line. 
There are 215.96 miles of sidings 

The ee consists of 219 engines; 103 passenger, 2 
dining, 9 combination, 3 postal and 32 baggage cars; 3,187 
box, 442 stock, 1,291 flat and 129 way cars; 1 inspection, 1 
pay, | pile-driver and 8 derrick cars. During th® year 22 
engines were built to replace old ones condemned; 100 box 
cars were bought and 247 cars built, the latter to replace 
old ones. 

There are now 483,73 miles of track laid with steel, in- 
cluding all the Main Line and Air Line. 

The general balance sheet is as follows: 






Capital stock $18, 738,204.00 
Bond accounts............ 13, 191,000.00 
Income.account 3,192, 107.69 
Miscellaneous acecounts. ... 


20,960.57 





BECK scans canes Siavann sth awesvaahaehiaaninion $35, 142,272.26 
Construction account............. $28,437,037 .67 
Construction account, branches....  4,631,963.33 
Equipment bond trustees. ... 545,245 82 


Sundry securitios........ccscccsssevs 672,619.11 
Sleeping Car Co. stock.............. 12, 733.5 

Detroit & Bay City R.R ........... 280,71 .78 
Material account.............. a 220,061.61 
Bills receivable...... ..... - 58,940.44 





Uncollected earnings 
ae 


85,068.67 
187,530.49 


$35,142,272.26 

Bond accounts include $1,900,0CO0 Air Line bonds. In the 
various sinking funds there are $696,500 bonds, also in- 
cluded in the above statement. The company is also liable 
as indorser on $6,058,000 bonds of its leased lines and $424- 
000 Detroit & Bay City bonds. All the bonded debt, direct 
and indorsed, bears 8 per cent. interest, except $7,000,000 
consolidated bonds at 7 per cent. The income account was as 
follows: 


Balance from previous year... 
Ee ee 
Interest and dividends from investments..... 


by Peonsa tense wees. $3,030,905 .92 
6,872,004 .03 
119,664.90 


ES Bb be eka esoees 
Operating expenses ... 
Eeterent, maim Me. ... ......sscccccecee 
Interest and rentals, leased lines 
Dividends, 4 per cent...............++. 
Chi. & Mich. Lake Shore, old account 

—worthless 


ee Wee $10,022,664. 85 
1 
769,040.00 
846,910.00 
749,528.16 


97,840.19 
~ ——— 6,830,537.16 


SE, DOM Bi BO ic x bc kines sncennendcc cores 3,192, 107.60 


The earnings, as stated in the General Manager’s report, 
were as follows : 


1878. 1877. Inc. or Dee, Pe. 
Freight. .......$4,646,247.01 $4,387.839.58 I. $258,408.53 5.9 
Passengers.... 1,918,608.96 = 1,881,581.20 I, 37,027.76 2.0 
Miscellaneous, 307,237.16 22.63 6.2 





292,014.53 1, 15, 


Total. ...$6,872,094.03 $6,561,4 





35.11 1. $310,658.92 4.7 
42,908.48 1.0 


Expenses...... 4,162,741.42  4,205.739.90  D. 
ree 204,497.39 $02,742.40 D. 98,244.01 2.5 
Total... .$4,367,238.81 $4,508,482.20 D, $141,243.39 3.1 


Net earn. $2,504,855.22 $2,052,052,01 [, $451,902.31 
Gross earnings 

per mile..... 
Net earnings 


oo». 


8,550.36 8,165.83 1. B86.53 4.7 


per mile 3,116.58 2,554.19 1, 562.30 22.0 
Per cent. work- 

ing expenses 60.57 64.09 D, 352 5h 
Per cent. all 

expenses . 63.55 68.71 D. 516 7.5 


The work done for the year was as follows: 
Train mileage: 1878. 


18 Inc. or Dee. PP. e. 
1,647,687 1,54 


~e 
‘ 





Passenger. 5,193 1.. 102,404 6.6 
Freight......... 3,286,138 2,071,217 I.. $14,921 10.6 
3 RRP 218,673 245,580 D.. 26,907 10.9 
Switching. . 1,660,032 1,616,377 1. 43,655 2.7 

Total ... 6,812,530 6.578,567 1 434,165 6.8 
Cost of motive 


power per inile, 
Pass. carried..... 
Pass. mileage... 
Tons freight car " 
ried. 3,564,731 
Tonnage mileage. 548,053,707 
Av. train load; 
Passengers, No.. 
Freight, tons ..... 
Av. receipt: 
Per passenger per 
Rstesckh bee ess 
Per ton per mile .. 


17.41 ets. 
1,433,937 
79,684,072 


18974 cts. D.. 
1,400,847 1.. 
79,805,454 D., 


13aects. 7.1 
33,000 24 
121,582 0.4 


2,037, 570 


446,708,939 


627,161 21.4 
1. 101,344,768 22.7 


48.36 
166.78 


51.65 D.. 
150.35 1.. 


3.20 66.4 
16.43 


2.410 cts. 
0.848 * 


2.360 cts. 1 
oss” D. 


0.050 cts, 2.1 
0.154 13.7 
Of the passenger mileage 52.6 per cent, was of local, 37.7 
per cent. of through, and 9.7 per cent. of emigrant passen- 
gers, the average rate per mile being 2.31 cents through 
eastward, 2.28 cents through westward, 2.75 cents local 
eastward, 2.74 cents local westward and 1.05 cents emi- 
grant. The division of freight traffic was as follows: 
1878. ——1877. 

Rate per Rate per 

ton per ton per 








Ton miles. mile. Ton miles mile. 
Through eastward...... 332,767,450 0.599 250,639,780 0.76% 
Local eastward.... ..... 91,071,647 1.520 70,891,152 1,715 
Total eastward.... .. 423,839,097 0.797 321,530,932 0.972 
Through westward...... 85,157,565 0.548 91,722,000 0,605 
Local westward.......... 39,057,045 2.049 35,456,007 %2,121 
Total westward. . ..124,214,610 1.020 125,178,007 1.010 
Total ................548,053,707 0.848 446,708,939 0.982 


Thus 76.3 per cent. of the entire freight traffic was car 
ried at an average rate of less than six mills per ton per 
mile. The increase of through freight traffic was 22.7 per 


| cent,, and of local 20.3 per cent. 


ixpenditures on construction account were $48,869.65 
for land at Kensington (near Chicago) and at Detroit shops; 


$1,629 for right of way; $38,664.23 for 5.33 miles new | 
second track, and $45,000 for 100 new box cars, making in 


all $134,162.92 to this account. 
charged to expenses. 
Track renewals included 4,000 tous steel rails, 244,876 


All other renewals were 


| new ties, 22.57 miles ballasted and 34.53 miles new fence. 


Michigan Central. | 





We published last week President Vanderbilt’s 1eport, | 
which is now supplemented by the general and income ac- | 
counts, and the statements of traffic, ete., contained in the | 
report of General Manager Ledyard. | 


One pile bridge, 60 ft., was replaced by stone culvert; three 
weakin bridges, 41914 ft. in all, by iron trusses; 2,617 ft. 
wooden bridge filled in with earth, and 26 wooden bridges 
rebuilt. A new freight yard and three water stations were 
built. A new freight house is being made at Kensington, to 
relieve the over-crowded Chicago yard. 





Atchison, Topeka & Santa Fe. 


ster 
. At the close of 1878 this company worked the following 
ines: 





Miles. 
Atchison, Topeka & Santa Fe, Atchison, Kan., to Colorado 
SOD wan soce isdt soubbes dais'ta din ado yds tanp ocak sauveceuhees ... 470.58 
Pueblo & Ark. Valley, Colorado line to Pueblo....... 147.61 
wr "5 mY La Junta, toward New Mexico 
Ne dado 4n cht abhinnst oduave 82.54 
| 230.15 
Kan. City, Topeka & Western, Topeka to Kansas City...... 66.32 


Pleasant Hill & De Soto, De Soto, Kan., to Pleasant Hill, Mo. 34,89 
Florence, Eldorado & Walnut Valley, Florenve, Kan., to 


Eldorado.......... bap nyee dnb) conte olsaged seb caohene evans 20 32 
Wichita & Southwestern, Newton, Kan., to Wichita......... 27 84 
Paice cn teratunstdaweettakethradics Coocinitesi nate 868 4 


The extension of the Pueblo & Arkansas Valley from La 
Junta was added during the year. A further extension has 
since been built, and another leased line, the New Mexico & 
Southern Pacific, is in progress, as noted elsewhere. Aver- 
age mileage for the year was 807.5 miles, against 738.5 in 
1877. The company has also leased the 330 miles of the 
Denver & Rio Grande, but that road is not included in the 
report, 

Bqnipment owned is 58 locomotives; 27 passenger and 10 
baggage cars; 1,119 freight cars; 4 service and 266 hand 
and push cars. Leased ot be ar Equipment Company, 18 
locomotives; 9 passenger and 8 baggage cars; nat freight 
cars. Owned by leased lines, 9 locomotives and 350 freight 
cars. There were added during the year 20 engines; 7 pas- 
senger and 2 baggage cars; 681 freight cars; 1 service and 
62 hand cars. 

The general account, condensed, is as follows: 

Stock ($18,307 per mile owned)......... , 
Bonds ($31,001 per mile) DY eae ARN rm) ya 
Construction notes, accounts, trustees, ete 
Pueblo & Ark, Valley Co. in trust 
Unpaid coupons, scrip, etc ............cceee cece eens 
Income account, balance.... 


$8,615,000 00 
14,588,500 00 
828,413.60 
850,200.00 
HOB BL. 97 
79,128.43 


ibe niet epic PEO re REPL $26,249,473.00 
Construction ($50,691 or mile). ... $23,854,000 .42 
Land Department and sundry ac- 





770,117.95 * 
850,200 00 
110,162.17 
664,993, 06 


Stocks of leased lines, ete......... ; 
Cash and Treasurer's balance...... 
———_— -- — 26,249.473 60 
Stock remains unchanged; bonds outstanding were re- 
duced $87,000 during the year. 
The earnings, including all leased lines, for the year were 
as tollows: 
Inc, or Dee. 
$073,235.01 
248,506.09 


1878 1877. 
$2,826,483.44 $1,855,248.33 I. 
987,406.50 788,030.41 1, 


Freight 
Passengers.. 
Mail and ex 





pres Ae 126,828.17 77,883.35 1. 49,444.82 63.9 
Miscellane 
Pry re 10,060.08 9.44.42 1, 515.66 5.4 





Total ...$3,950,868.09 $2,679,106.51 I. $1,271,761.58 47.4 

Working ex- 
penses... 

Taxes and in 


surance 


1,015,191.04 1,308,292.50 1. 600,950.44 46.4 


126,280.49 141,217.82 D. 14,937.33 10.6 


$1,449,450.82 I. 


Total . ..$2.041,472.43 $502,022.11 40.8 


Net earn 


ings ..$1,009,395.66 $1,229,656.19 I $679,739.47 55.3 
Gross earn, 

per mile 4,892.72 3,627.77 1 1,264.95 34.0 
Net earn. 

per mile 2.364 57 1,665.07 1. GOO.50 42.0 


Per cent 
working 


expenses 48.47 49.20 D, 0.738 1.5 
Per cent. = 
all exps.. 51.07 4.47 D. 2.80 6.1 


The increase in earnings has been greater than that in 
inileage. 

The income account for the year was as follows: 
Gross carnings.......... bie Gdbh eb ddeane te $3,050, 868,00 
Sundry credits, premium, adjustments, ete ; 44,001.85 


Total... 
Expenses and taxes 
Rentals of leased lines 
Rent of equipment. . 
Interest on bonds ....... 
Interest, Boston account, etc 
Sundry charges, old accounts, 

taxes, ete c pomes) onde 


Fe ie ae $3,905, 550.0 
$2,041,472.45 
401,207.02 
25,500.00 
704,507.44 
52,307.15 


45,790.01 


3.960,043,55 


Surplus for the year.. . $634,016.57 


Charges to construction account for the year were 
$422,189.78, thechief items being $247,327.65 for new en- 
gines and cars. 

The work done for the year was as follows: 








Train mileage: 1578 1877. Ine. or Dee P. 
Passengers 602,840 ke: Guatew asus ‘ 
Freight 1,170,132 
Service OO eer... 

Switching Do duus cnn sed, .0nennear toate on 
Total,.... 2,121,085 ey ‘ er 
Passengers carried 217,105 165,418 1 31.5 
Passenger mileage... 31,921,869 22,008,549 I : 45.0 
| Tons freight carried 611,086 472,084 1 290.002 64.2 
Tonnage mileage. ...133,180,182 72,719,170 160,461,012 84.1 

Av. train load: 

Passengers, number. DE adgewedd bess vaeedveeen 
Freight, tons DS (onal eer, ot Ne oe 

Avy, receipts: 
er passenger per : 

mile cece ceces.» 2-008 cts. 3.357 cta. D. 0.264 ct. 79 
Per pass, per mile, 

| net ; 1.371 * 148 ° D. 0.062 * 4.0 
| Perton per mile,... 2.120 “ 2.550 " Db, 0.480 “ 16.0 
| Per ton per milenet, 1.097 * 1.320 ° D. 0.223 * 16,8 
| Locomotive service cost 21.87 cents per mile, Passenger 
lears ran 8,275,582 miles; freight cars, 15,330,891 miles 
| loaded and 8,137,146 miles empty. The average freight 


| train was 19.9 cars. Passenger train earnings were 168.81 
| cents; expenses, 91,19 cents per mile, Freight train eart- 
ings per mile were 239.7000 cents; expenses, 115.8034 cents, 
Track repairs increased, as the older part of the road begins 
to need renewals and the wear of a heavier business is felt. 
For the same reasons bridge renewals will be larger for some 
ltime. Some changes in water stations are much needed, 
chiefly to improve the quantity and quality of supply. But 
few new buildings were needed last year. <a 
Topeka shops have been enlarged by the purchase of .a 
large building and 12 acres of land. Many new tools have 
been bought and more are needed, Locomotive repairs were 
high, as the rapid increase of traffic made it necessary to 
over-work the engines. No comparison of locomotive ser 
vice is made above, on account of a change in the basis of 
computing mileage, no constructive mileage being now al 
lowed, and switching mileage being reported separately. 
General Manager Strong’s report says: ‘It having been 
determined to extend the Pueblo & Arkansas Valley 


Railroad from La Junta to the boundary line of Colorado 


| and New Mexico, to connect at that line witha road to be 
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constructed in.a southwesterly direction by a company 
called the New Mexico & Southern Pacific Company, organ- 
ized in our interest, the necessary preparations were made ; 
and on the 26th February we took possession of the Raton 
Pass, the only practical route for a railroad over the Raton 
Mountains, and commenced the work of construction. Our 
posession was disputed for a time by the Denver & Rio 
tran le Railroad Company, but later that company retired 
from the contest, and work on the new line has steadily pro- 
gressed. On the Ist September the line was open to 
Trinidad, Colorado, 80.5 miles from La Junta. The 
construction of the tunnel th h the higher part of 
the mountain occupying more time than was contem- 
plated, a switch-back track was laid over the summit of the 
mountain, 15.7 miles south of Trinidad, and on the 7th 
December the first car passed into New Mexico. It is ex- 
pected the New Mexico & Southern Pacific road will be com- 
leted to Las Vegas, 116.6 miles south of the boundary line, 
by the 15th July, 1879. 

“The extension of the Pueblo & Arkansas Valley road to 
Leadville being decided on, and the Grand Cafion of the Ar- 
kansas River presenting the only feasible route, possession 
was taken of the cafion the 19th April. The right to the 
cafion had been previously contes by the Denver & Rio 
Grande Railroad Company, both by force and in the United 
States courts, where it is still undetermined (since decided) ; 
but the work has steadily continued, and we shall be layin 
track through the cafion in March, and hope to reach Lead- 
ville by the Ist October, 187). 

“Denver & Rio Grande Railway—A lease of this road to 
our company having been executed on the L0th October, od 
session was given to us the 14th December, since which date 
it has been operated by us. The time it has been in our 
hands has been so short that it has not been thought best to 
include any statement of its business or operations in this 
report, 

MThe necessities of Our telegraph business have increased 
so much as to require a third wire from Topeka to Nickerson, 
which bas been added at a cost of $6,023, and the Western 
Union Telegraph Company is now supplying material for a 
second line fyome Dodge to Pueblo. 

“ The shipments of cattle were somewhat less than during 
1877, owing torlow price in the markets; but the difference 
was quite small, while the general increase in stock ship- 
meuts was very large. 

** Wheat shipments were very largely increased, and will 
probably be less during the coming year, as the acreage of 
wheat sown is considerably reduced. But the loss in this 
grain will be more than made up in other agricultural pro- 
ducts, and if the season proves favorable we shall have no 
reason to anticipate any reduction in our local earnings, 
while the emigration setting in to the mining regions of Col- 
orado should add to our through business.” 

The Land Commissioner reports that patents have been re- 
ceived for 2,474,326 acres, and 458,458 acres are still due. 
Total sales to Dec, 81, 1878, were 865,162 acres. Sales in 
1878 were 267,282 acres for $1,207,615.64, an average of 
$4.514 per acre, the average cost of sales being 52.02 cents 
per acre. The cash received on land contracts during the 
year was $763.261.11. In addition to the sales, 1,282,046 
acres government lands, and 75,000 acres school lands were 
taken up, making 1,624,328 acres near the line of the road 
taken up for settlement during the year. 

President Nickerson’s meer says: * For the past three 
or four years the market price of our securities has been far 
below their real value as estimated by the board. During 
the year they have advanced rapidly, and now occupy the 
place in public confidence t y which they are entitled by their 
merits 

“The rapid settlement along our line, and the extensions of 
the road into new territory, both in Kansas and beyond, 
must largely increase our local and through business, and 
the board are confident that the earnings will continue to in- 
crease for many years. 

“Your directors would express their gratification at the 
refusal of the Legislature of Kansas to interfere with the 
management of railroad property in the state. The rights 
of stockholders have been respected, and the principle that 
railroad property is entitled to the same protection which is 
accorded to other property has been recognized. Oppressive 
legislation was attempted, but wise counsels prevailed, and 
the state has declared that fair and equitable treatment of its 
people by any railroad corporation will be met by just and 
fair treatment on the part of the state. 

“The directors believe that so long as the company is 
careful to make its rates for transportation fair and reason- 
able, there is no occasion to fear any unreasonable interfer- 
ence with the company’s rights by the Legislature of Kan- 
Sas. 


Great Western, of Canada. 


The latest report of this company is for the half-year end- 
ing Jan. 31, and covers the system of 510.68 miles worked, 
of which 229.38 miles are the Main Line, from Suspension 
Bridge to Windsor; 145.50 miles the Loop Line, from Glen- 
coe to Fort Erie; 120,92 miles branches owned, and 14,83 
miles leased to connect the Loop Line with Suspension 
Bridge. There are also 302 miles of leased lines, only the net 
result. from which is reported. From the close of this half 
year the Galt & Guelph, 15 miles, will be taken from the leased 
ines and included with the main line and branches reported. 

During the half-year 5!¢ per cent. matured bonds to the 
amount of £58,800 were paid off, and £11,700 of 7 per cent. 
bonds were aa for 5 per cent, perpetual debenture 
stock, ‘Totel debit to capital account was £32,702. Capital 
account is overdrawn £40,004, this being met temporarily 
from the balance of reserve funds, 

The earnings and expenses of the half year were as fol- 
lows, compared with the corresponding half of last year: 

1878-79. 7 





. 1877-78. Inc.orDec, P.c. 
Gross earnings............. £337,205 £467,237 D. £79,942 17. 
FUR POUGOSS. sinks tascuvents 255,794 317,604 D. 61,810 19.5 
Net earnings... .... £131,501 £149,633 D, £18,132 12.1 
Loss on leased lines and in- 
COPOMS. 2oicdek hcdaewctboane 103,049 100,004 I. 3.045 3.0 
Balance..........-++. £28452 £49,020 D. £21,177 42.7 
Balance from previous 
FONE 00.6008 wr hess Ss Ee. MEE ccc caceees : 
Surplus ... ......0... £29,199 £46,432 D. £17,233 37.1 


Working expenses, which include credits to renewal funds, 
were 66.04 = cent. of earnings, against 67.97 per cent. 
last year. educed to American currency, the earnings 
were $3,672 gross, and $731 net per mile. 
earnings was chiefly in through freight, though passengers 
aud local freight showed a decrease also, 

‘During the latter part of the half-year the rates for through 
freight traffic trom the West have been in a very unsettled 
state. Meetingsof the representatives of the through trunk 
lines have been held from time to time, with the o _—_ of 
devising some plan to obviate the competition which has 
proved so detrimental to all interests concerned, but the di- 
rectors regret that no definite arrangement has at present 
been come to between those companies. The average rate 
received by this company on Moone! freight traffic has been 
9 of acent per ton per mile, which, although an improve- 
metit on the preceding half-year, is considerably less than 


he reduction in 


The report says: | 


THE RAILROAD GAZETTE. 


the average rate for the half-year ended Jan. 31, 1878. To 
low rates and to the dimunition in the volume of traffic 
over this company’s line under the Scott award, the decrease 
of the gross, receipts is mainly attributable. The working 
expenses, however, have also been greatly reduced.” 

rom the surplus of £29,199 the directors recommend the 
payment of a whole year’s dividend on the preference stock, 
which will require £25,289, leaving a balance of £3,910 to 
current half-year. 


The balances at credit of renewal funds amount to £160,- | 


259. The report speaks of these figures at length, their basis 
having been somewhat changed. Hereafter it is estimated 
that the rail and bridge fund will be fully provided for by a 
train-mileage rate of 3.89 cents for rails and 1.08 cents for 
bridges. Further credits to locomotive fund are unneces- 
sary at present, the present balance being enough to supply 
new boilerg to all the engines, while other repairs will be 
charged to expenses. It is found that the car renewal fund 
may be safely based on an average annual renewal of 4 per 
cent. of the stock, instead of 5 per cent., as heretofore. In- 
surance fund is not to be increased, the company’s property 
being insured elsewhere by a general policy. Ferry- 
steamers’ fund will not be changed, except that no charge 
will be made for insurance. 

The earnings per train-mile and the expenses, excluding 
reserve and other funds, for several years have been as fol- 
lows: 


--Expenses. 


Karnings. Amount, 

Half year ending 8. d, 8. d. P. e¢: 
Jan. 31, 1875.. i nkabetneken dos mee 411% 74.38 
Jan. 31, 1876........ rr, ee 311% 70.99 
Jan, 31, 1877.... . = 3 84° 78.1 
Jan. 31, 1878.... . ; oe BD 9 3 3% ~=-«63.19 | 
BE, Bs cvs ak picesstcaaees 411% 3 26 64.84 


The loss on working leased lines amounted to £15,674 for 


[May 16, 1879 


half of last year. The charge to the Brantford, Norfolk & Port 
Burwell may be expected to decrease when that line is fin- 
ished and connections made. The bonds issued to complete 
this road are guaranteed by the Great Western, and, instead 
of selling them all, authority is asked to hold part of them 
and advance money, as being more economical. The sum of 
£1,582, spent in renewing bridges on the London & Port 
Stanley, is to be spread over several years. 

The report says: “ lt was announced in the last half-year’s 
report, that the reorganization of the Detroit & Milwaukee 
Railroad was then in progress. A provisional board of 
directors was elected in November last, the staff appoint- 
| ments were arranged and provision was made for working 

the traffic. The net earnings of the road since that perioc 
have been fairly satisfactory. Under the authority given by 
| the shareholders on 30th of April, 1878,a temporary advance 
| of funds has been required to complete the sale and transfer 
of the road. As soon as the difliculties inherent in trans- 
| actions of this magnitude are overcome, and the road is 
sufficiently equipped and organized, the directors believe 
that the Great Western proprietors will not regret having 
| given their sanction to the arrangements for working this 
| railway. 
| The directors desiring to confer with Mr. Broughton and 
| the officials of the company in Canada, on several important 
matters now pending in connection with the Great Western’s 
| relations with neighboring companies, and especially with 
| reference to the division of traffic with the Canada Southern 
Railway, under the Scott award (with the working of which 
| they are not satisfied), the Vice-President, accompanied by 
Mr. Lindley, the accountant of the Company, proceeded to 
| Canada in January last. On his return, the directors were 
| put in possession of information which will be of great value 
to them in arriving at the decisions which must now be 
| taken. The board believe that they may rely on full con- 
| fidence being placed in them by the shareholders in refer- 


the half-year, being £1,799 greater than in the corresponding | ence to these decisions.” 


LOCOMOTIVE RETURNS, FEBRUARY, 1879. 


Master Mechanics of all American railroads are inv 
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& 2d Divs . 228) 82 229,426) 2,798 33.14 15.30). . 3.97) 5.77) 0.50 5.65 16.64) 1.82) 2.81 
3d & 4th Divs... A 197; 51 152,584 2,992 28.72). 1.96 13.80)... 4.73, 5.76, 0.41 5.37 16.99 1.56) 2.81 
Mahoning Div... 88) 51 90,748) 1,779 34.19 23.30 15.10). -| 4.38) 5,28) 0.35 5.39 16.02, 1.71) 2.81 
Atlantic & Gulf. ; 843) 23 66,003 2.908, 50.97'21.14 }.... .| 2.20) 3.43) 0.33. ....| 5.01 11.87 - «| 1.95 
Camden & Atiantic,... 67; 10 1,555 43.76 11.55 19,50} 12.34) 8.71) 0.72 7 ad 
Cen. Pac., Western Div.t. 128| 25 2,468'47.78).... .|14.92).... .]. 6.74/12.28| 0.53 6.00 

Northern & San Pablo Div.+ 158) 28 2,190 39.90) . 115.00)... 21; 8.43 14.74) 0.50 6.00 

Visalia Div,+ : i 1h7| 12} 1,962 46.08) .... 16.8% .] 5.08'12.70) 0.46 6.00 

Tulare Div. 171} 10 2,132 37.58 13,25 ~ 9 | 4.42/15.53) 0.60 6.00 

Los Angeles, San Diego, | 

Yuma & Wilmington Divs.| 482) 24 63,733 2,656 5 »18)10.71) 0.56 » 6.00 

California Pacific Divt. 178} 12 26,963) 2,247 - $3.65/14.46) 0.48 7 5) 6.00 

Stockton & Copperopolist. 49) 3 4,518 1,506 41 1214.79 0.47 0.40) 7.37 25.15 1d) 6.00 

Sacramento Div.+.. ‘ 120) 34 63,516 1,868 ls | $.99.22.10) 0.48 6.47) 9.56 36.40 6.00 

Oregon Div. 162) 6 16,048) 2,675 35.2! 12.45/18.37, 0.42 0.18) 8.31 39.71 75| 6.00 

Truckee Div.+ 205) 26 57,745) 2,221 38.74) 29.08) 1 16.14/17.58) 0.48 0.42) 8.62 43.24) 5.75) 6.00 

Humboldt Div.t. 200) 18 46,099 2,561 45.06 14.76)12.78| 0.38 0.41! 7.48 35.81) 5.75 6.00 

Salt Lake Div. 219) 27 67,823) 2.512 35.60). 5.11/17.32) 0.61 0.27) 7.68 30.99) 5.75, 6.00 

Chicago & Eastern Ilinoist 159} 29 75,007 2,586 33.00 3.65) 3.58) 0.35 ..... 5.88 13.46). . 
Cin,, Lafayette & Chicago. 75)\... 30,458)... .. 28.41 ot 1.91) 7.98) 0.34 .... .| 6.06 16.29 tat 
Cleveland & Mahoning Valley. 41 6 14,773 2,462 41.50 9.80 .| 0.72) 3.13) 0.23 0.99) 5.69 10.76 2.59 
Cleveland & Pittspurgh*. 225| 78 151.107) 1,937 39.60 16.10)0,897) 3.65) 3.05) 0.41 2.15) 6.33 15.50 3.40 
Cleveland, Tuscarawas Valley } } 

& Wheeling... ieee 101} 14 34,815) 2,485 51.30 16.90 35,00} 6.01) 1.72) 0.45 5.69 13.87), ....]. . 
Del., Lackawanna & Western, | 

Bloomsburg Div.§ . 80) 21 $5,246 2,155. . 135.02 2.76 0.53 4.88 8.17 SS ae. 
Kel River.. “" , osten WELies 21,857).... . 46.50)82.88/40,02 «| .-e..| 1.53) 5.89) 6.27 4.1411.83 2.40) 2.00 
Erie & Pittsburgh* 98} 29 59,044 2,036 34.14 .|17.17 15,700,868) 2.96) 4.59) 0.44 1.34! 6.14 15.47) 156) 1.56 
Green Bay & Minnesota 240) 15 27,100) 1,807 87.16 35.35/22.73)11.07).... .| 2.28) 6.77, 0.24 0.04, 4.14 14.47) 3.80) 2.00 
Houston & Texas Central 498) 5Y 146,644) 2,485 43.40 38,70) 16.40. 34 1,08 6.77 20.15 3.05) 2.60 
Ill. Cen,, Chicago Div.}. : 305) 84) 184.572) 2,197 32.63,.... .|14.80/18,08 89 15.33! 1.50! 3.05 

North, Div ‘ B45) 47 101,776 2,16 70 .|14.20 12.64 79 16.14 1.50) 3.65 

Springfield Div : 113) 19,951) 2,217 32.65 17.94 12.11 5.87 12.01) 1.25) 3.05 

lowa Div 401} 42 88,219) 2,100 29,10 18.56 11.40 5.88 18.08) 2.30) 5.65 
Indianapolis, Cin, & Lafayettep 226) 44) 08,702) 2,243 )86.56 19,334). ... eee | 5.94 16.20). 
Jeff'nville, Madison & Ind's*.., 226) 40} 83,563 2,089 41.40) 30.00) 12.45 17.58 2.08) 5.56 19.45) 2.40) 215 
Kansas City, St. Jo. & Counci! 

Bluffs** «| 2471 32 91,600, 2.863 40.40 . 26.80 18.40 4.00) 7.20) 0.30 6.70 18.20; 2.75, 3°50 
Kansas Pacific i. 750| 63 132,654) 2,106 25.54 S, % AAR 6.9612 52) 0.4 6.96 26.59 3.13) 3.62 
Lake Shore & Mich. Southern. 

Buffalo Div.} ens | 80 200,881 $2.39 67.00) 19.44 0.35 ..... 5.69 

Erie Div.t...... 3 113 249,366) 2,206 27.86 .... ./'27.08 0.29 2.29) 5.43 

Toledo Div. : s | &5 182,355 2,14: 24.21, 68.93 20.87 0.33 f .67\ 4.08 

Michigan Southern Div.+ ..| 208 398,442) 1,915 32.35/53,.86 22.75 0.227 5.87 19.76 3.10) 4.63 
Little Rock, Miss. River & | 

\ ee : 100 4 7,060 1.765 14.00) 9.00 4.00) 4.67) 0.74 2.19) 9.15 20.75. .. 2.95 
Logansport, Crawfordsville & } 

5. W. ness - LL8} 20,375)... BL 22.409 5.09) 5.20 0.37 0.21) 4.39 15.35 , , 
Louisville, Cin. & Lexingtont}.| 213)... 69,864 ».. 43.42 1°2.86 ee 3.30) 5.53) 0.45 2,10) 6.05 17.43) 2.11) 2.75 
Louisv’e & Nash.,, First Div.t+. 332) 5% 104,426 1,9,0 27.98 .. 15.05 16,90/1, 4.30) 7.47) 0.54 1.50) 7.02 20.63 2.05) 2.38 

Second Div.tt seveseveee} 200] 37 77,154) 2,088 28.74).... .|16.78 15.9011.250 3.14) 6.99) 0.33 0.99) 6.17 18.62 1.96) 2.68 

Memph, Div.++ 131} 14 $5,558 2,540 33,92 . 20.45 13.09] 1.920 5.03! 9.24! 0.20 2.13) 6.05 22.74 3.10) 2.30 

Nashville & Decatur Div.t+.. 122) 18 14,563 2,476 26.19 13.17 17.89'1.390' 2.43. 9.88 0.41) 1.47) 6.41 20.60 2.46) 3.10 

S. & N. Alabama R, R.++ 180] 30 72,936 2,431 27.08 . 10.45, 15.01/1.440 3.75 8.19 0.70 1.26 6.04.19.94 2.19) 2 42 
Margq., Hought’n & Ontonagon 88) 11 9,060 824 46.65), ....) 16.41 17.45].... . 2.08, 8.96 0.44 5.9117.34 4.00).... 
Northern Central, Elmira & } ! 

Canandaigua Divs ...... 147) 46 83.452) 1,814 27.70 .|17.46 4.95 5.98 0.59 . 5.8417.36 1.60) 2.08 
Penn., New York Div.tt 120) 118 807.861 2,609 29.40 110.20 6.80 9.70. 0.70 : - 17.20 2.80) 4.48 

Amboy Div.tt. : 154! 43 80.077, 1,862.53.55 17.30). 1.90 5.30) 0.40 .-| 7.60 2.80) 4.51 

Belvidere Div.tt 103! 36 63,007 1,750 29.68 14.62 4.40 9.60 0.60 . 13.60 2.80) 4.49 

Philadelphia Div.t}.... 191\ 144 361,319 2,509)25.15.. 15.92 4.00 4.30 0.50 8.80 1.00) 2.80 

Middle Div. tt ee 132) 111 $18,780) 2,872)25.87 18.05 2.30, 4.00 0.40 . 6.70 1.00) 2.80 

Pittsb’h Div.}t eas 221) 180 460,829 °2,438'24,.14 11.43 5.30, 4.20) 0.60 . 10.10 1,00) 2.80 

Tyrone Div.tt....... 107| 27 53,305) 1,974 19.53 0.16 8.10; 5.20 0.40 . 13.70, 1.00) 2.83 

West Penn. Div.it..... 104; 22 36,892) 1,678)36.87 . .. ./31.85 . 3.70) 2.90) 0.30 6.90) 1.00! 2.81 

Lewistown Div. tf... 56 8 14,028) 1,754/27.29 .... .|15.43). elecee eo) BEOl 3.70) 0.40. 6.80 1.00 2.9% 

Bedford Div .tt 57 3 8,160) 2,730)27.70 Els none 1.20) 3.70' 0.30.. .. . 5.20 1.00 296 
Pitts,, Fort Wayne & Chicago, 

Eastern Div.*.......... 371) 155 432,351) 2.789)38.41 20.18 14.40 0.866 1.67; 4.09 0.58 1.39) 5.95,13.48) 1.57 

Western Div.* 280, 117 386,105) 3,300)33.20 . 14.220 20.50,0.741 3.03) 5.23 0.85 1.89) 5.72)16.22) 1.74 


Pitts,, Cin. & St. Louis, Littie | 








Miami Div,*. ge wabaes 197| 37 90,022 2,433 40.05 11.88 15.71 1.159 3.85) 5.40 0.57 2.17 5.62.17.61) 2.10 
P., C. & St. L. Div.* 224) 101 249,627) 2,472)27.21 .... .)18.74.17.14)1.120 7.88) 3.53 0.34 2.13 5.43.19.31) 0.90 
St. Louis, lron Mt. & So., Ar } | 
SS) aero 325| 32 82,965 2,593 .... .'39.90)16.50 3.55) 6.13 0.48 6.48 16.64)..... 2.45 
St. Louis & San Francisce%,.. 328 61,438) .... .. 32.80 | 12.50 3.09} 6.06 0.33 .... 5.88 15.36 2.00 1.80 
St. Louis & 8, E., St. L. Div 208 . 61,172) ...... 30.50. . 118.20 3.75) 2.54 0.29... 56.55 12.13 0.94 
Nashville Div....... 145).. 53,024)... ... 30.60 116.50)... . . 4.90) 2.52 0.20... 6.19 13.60, 0.73. .... 
| Wabash, Eastern Div,++ 250) 102 234,383 0} 2,397 25.42 .. 110.49 12.09'0°770 5.23) 4.94 0.36. 7.18 17.71) 1.75 .... 
Western Div.tt........ 441\ 67 148,384, 2,215 20.00 112.00 19.92)1.050 4.94) 4.54 0.30. ... 6.89 16.68 1.30 “— 
West Jerseytt.. 128; 16 30,202) 1,888 51.88 .. 22.73 ®) 3% 2.80) 7.00 0.50. ... - 10.10) 3.60 3.76 
| ' | 





* Five empty cars rated as three loaded ones. 

+ Switching engines allowed 6 miles per hour; helping engines 
¢ Switching engines allowed 6 miles per hour. 

| Two empty cars rated as one loaded one. 

** Three empty cars rated as two loaded ones. 


, actual distance run and 4 miles per hour while waiting trains. 


Fuei not estimated. 
{Switching and work-train engines allowed 6 miles per hour. 


ttSwitching engines allowed 6 miles per hour; five empty cars rated as three loaded ones. 
a , flremen’s and wipers’ wages not included in cost per mile. 
© von of coal is 2,000 Ibs., unless otherwise noted; 25 bushels counted to the ton. 


in 








